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INTRODUCTION 

This  document,   published  as  a  supplement  to  the  Draft  Environmental 
Impact  Statement  for  the  Lafayette  Place  development  project  in  Boston, 
Massachusetts,   dated  July  1978,   constitutes,   when  combined  with  the 
full  text  of  the  draft  statement,   the  Final  Environmental  Impact  Statement 
for  the  subject  project. 

This  Supplement  includes  the  following  components: 

Summary  description  of  the  Lafayette  Place  project  and  its  environmental 
impacts . 

List  of  agencies  to  whom  the  Draft  EIS  was  submitted  for  comment. 

Description  of  project  revisions  and  associated  environmental  impacts. 

Comments  received  from  Federal,   State,   and  local  agencies  respecting 
the  Draft  EIS. 

Responses  to  the  comments  received. 

This  document  has  been  prepared  pursuant  to  Section  102  (2)(c)  of  the 
National  Environmental  Policy  Act  of  1969  (P.L.   91-190)  and  in  accordance 
with  CEQ  and  HUD  guidelines  for  the  preparation  of  environmental 
impact  statements  and  in  accordance  with  HUD  regulations  respecting 
environmental  review  responsibilities  for  projects  funded  under  the 
Community  Development  Block  Grant  Program  of  the  Housing  and  Community 
Development  Act  of  1974,   as  amended.     In  addition,   this  document  has 
been  filed  with  the  Massachusetts  Executive  Office  of  Environmental 
Affairs,   pursuant  to  the  Massachusetts  Environmental  Policy  Act,   General 
Laws,   Chapter  30,   Sections  61  and  62  to  62H,   inclusive.     The  EOEA  file 
number  for  this  project  is  03179. 

On  November  13,    1978,   pursuant  to  58.19(b)(3)  of  the  "Environmental 
Review  Procedures  for  the  Community  Development  Block  Grant  Program" 
of  HUD  (24  CFR  Part  58),   an  Addendum  to  the  Draft  EIS  was  published 
and  was  transmitted  for  review  and  comment  to  all  parties  to  whom  the 
Draft  EIS  was  transmitted  and  to  all  parties  who  commented  thereon. 
The  Addendum  consisted  of  Parts  A  and  B  of  this  Draft  EIS  Supplement. 
As  of  the  end  of  the  review  period,   no  comments  on  the  Addendum  were 
received. 


PART  A       SUMMARY  SHEET 


SUMMARY  SHEET 
Status: 

Draft   Environmental    Impact    Statement   Supplement 
Subject: 

Lafayette  Place 

Boston,  Massachusetts 

Urban  Development  Action  Grant  Program 

Responsible  Agency: 

City  of  Boston 

Office  of  Federal  Compliance 

Boston,  Massachusetts 

(acting  for  U.S.   Department  of  Housing  and  Urban  Development, 

Boston  Area  Office,  pursuant  to  Section  104  h  of  the  Housing  and 

Community  Development  Act  of  1974,   as  amended) 

Name  of  Action: 

(X)  Administrative  (  )  Legislative 

Brief  Description  of  Action: 

The  proposed  Lafayette  Place  development  project  represents  a 
$115.35  million  public  and  private  investment  program  in  the  center 
of  downtown  Boston  and  encompasses  a  major  retail/hotel  complex, 
a  new  City  garage,  and  ancillary  public  improvements.     The  project 
area,  extending  generally  from  Washington  Street  to  Chauncy  and 
Essex  Streets  and  from  Avon  Street  to  Hayward  Place  and  Exeter 
Place,  encompasses  approximately  6  acres  of  predominantly  vacant 
land.     The  program's  goals  are  to  rejuvenate  the  retail  area  along 
Washington  Street  and  to  foster  round-the-clock  activity  in  the 
core  of  downtown  Boston. 

Key  components  of  the  Lafayette  Place  project  include  a  300,000 
square  feet  retail  center,   100,000  square  feet  of  office  space,  a 
500-room  hotel  tower,   1,500  parking  spaces  provided  by  a  new 
underground  garage  and  on-site  locations,  construction  of  a  new 
east-west  arterial  street,  and  related  project  and  other  street 
improvements . 

A  Federal  grant  in  the  amount  of  $8,000,000  has  been  requested 
from  the  U.S.  Department  of  Housing  and  Urban  Development, 
under  the  Urban  Development  Action  Grant  Program,  to  assist  in 
the  implementation  of  the  Lafayette  Place  development. 
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Summary  of  Environmental  Impact  and  Adverse  Environmental  Effects 

The  Lafayette  Place  project  is  designed  to  take  advantage  of  an 
opportunity  to  continue  and  expand  the  revitalization  of  the  retail 
core  of  Boston,   and  to  strengthen  its  role  as  the  central  business 
district  of  the  entire  metropolitan  area.     Implementation  of  the 
proposed  project,   therefore,   is  expected  to  result  in  significant 
beneficial  impacts  for  the  City,   including  the  removal  of  existing 
blighting  and  other  adverse  conditions  on  and  adjacent  to  the 
project  area,   the  economic  renewal  of  the  retail  core,   the  strengthen- 
ing of  the  City's  tax  base,   the  improvement  of  investment  confidence, 
the  arrest  of  continued  deterioration  in  the  area,  and  increased 
potential  for  redevelopment  and  rehabilitation  in  the  general  vicinity. 

The  principal  adverse  impacts  of  the  project  will  occur  during  the 
construction  period  and  will  include  increased  air  pollution  and 
noise  levels,   the  generation  of  solid  waste  and  debris,   temporary 
disruption  of  vehicular  and  pedestrian  traffic,  minor  increases  in 
water  pollution  potential,  increased  safety  hazards,   and  the  dis- 
turbance of  ground  water  levels .     Long-term  negative  impacts  will 
be  limited  to  increased  vehicular  traffic  in  the  area,  an  increase  in 
air  pollution  and  noise  levels,   additional  burdens  on  utility  systems 
and  energy  resources,   and  potential  effects  on  the  adjacent  Chinatown 
area.     Mitigation  measures  are  available  and  will  be  employed  to 
minimize  or  avoid  any  adverse  impact  from  the  project. 

Alternatives  Considered : 

Alternatives  considered  include  a  "No-Build"  option,  a  development 
alternative  of  lesser  and  greater  scales,   and  a  development  proposal 
with  alternative  uses.     Consideration  was  also  given  to  alternative 
sites  for  the  project  and  alternative  uses  for  the  project  site. 

Federal,   State,  and  Local  Agencies  from  which  Comments  Were  Requested: 

Federal 

Environmental  Protection  Agency 

Council  of  Environmental  Quality 

Advisory  Council  on  Historic  Preservation 

Department  of  Housing  and  Urban  Development  (informational  only) 

Department  of  Commerce 

Department  of  the  Interior 

Department  of  Health,  Education,   and  Welfare 

Department  of  Labor 

Department  of  Transportation 

Energy  Resource  and  Development  Administration 

Federal  Aviation  Administration 

Federal  Highway  Administration 

Community  Services  Administration 
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State 

Executive  Office  of  Environmental  Affairs 

Office  of  State  Planning  and  Management 

Metropolitan  Area  Planning  Council 

Massachusetts  Historical  Commission 

Department  of  Community  Affairs 

Department  of  Commerce  and  Development 

Department  of  Environmental  Quality  Engineering 

Department  of  Public  Works 

Massachusetts  3ay  Transportation  Authority 

Attorney  General 

State  Clearinghouse 

Office  of  Coastal  Zone  Management 

Local 

Mayor's  Office 

Boston  City  Council 

Boston  Redevelopment  Authority 

Boston  Conservation  Commission 

Boston  Air  Pollution  Control  Commission 

Boston  Landmarks  Commission 

Date  Statement  Made  Available  to  EPA  and  Public 

Draft:     July  23,   1978 
Final: 
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PART  B       REVISIONS  TO  PROJECT  DESCRIPTION  AND  ASSOCIATED 
ENVIRONMENTAL  IMPACTS 


Part  B        REVISIONS  TO  PROJECT  DESCRIPTION  AND 
ASSOCIATED  ENVIRONMENTAL  IMPACTS 


As  a  result  of  continuing  studies  by  the  Lafayette  Place  project  developer 
of  the  financial  feasibility  of  the  project,   the  proposed  development  has 
been  revised  to  include  the  addition  of  100,000  square  feet  of  office 
space,   in  four  stories,   above  the  retail  core  on  Washington  Street.     The 
additional  stories  will  add  approximately  50  feet  to  the  height  of  the 
project  structure  along  the  Washington  Street  facade.     Approximately 
85,000  square  feet  will  be  devoted  to  rental  office  space  and  15,000 
square  feet  to  mechanical  space.     It  is  currently  contemplated  that  this 
office  space  would  be  leased  to  a  single  tenant  rather  than  be  divided 
to  serve  a  multiple  number  of  firms.     The  estimated  cost  of  the  addi- 
tional construction  is  $10  million.     Construction  would  occur  concurrently 
with  the  erection  of  the  retail  core  and  hotel  and  would  be  completed 
within  the  originally  scheduled  two-year  construction  period  of  the 
superstructure.     An  estimated  425  persons  would  be  employed  in  this 
office  space. 

Figures  B.l  to  B.13,  which  follow,  illustrate  the  most  recent  plans  and 
designs  of  the  Lafayette  Place  development  project. 

It  also  has  been  decided  that  the  Hayward  Place  garage,  because  of  its 
present  condition  and  inefficiency  and  its  potential  adverse  effect  on 
the  new  development,   should  be  demolished  as  early  as  possible  and  the 
vacated  parcel  be  made  available  for  additional  development  to  tie  into 
the  Lafayette  Place  project.     Although  at  this  time  no  specific  plans 
have  been  developed  for  this  parcel,  an  extension  of  the  retail  center  -- 
possibly  a  department  store  --  is  presently  considered  the  most  appro- 
priate reuse  of  this  site.     Until  definitive  plans  are  developed,   the 
parcel  is  proposed  to  be  used  temporarily  as  a  landscaped  surface 
parking  lot  for  approximately  150  cars,  which  would  fulfill  a  portion  of 
the  parking  requirements  for  the  Lafayette  Place  project  that  would  be 
lost  with  the  demolition  of  the  Hayward  Place  garage.     Some  additional 
parking  spaces  also  may  be  included  in  the  Lafayette  Place  garage,  but 
the  exact  number  would  depend  on  detailed  design  development  of  the 
garage  and  more  definitive  layout  of  the  parking  spaces.     In  any  case, 
the  total  number  of  project  parking  spaces  would  not  exceed  the  1,500 
spaces  originally  proposed.     A  specific  discussion  of  the  alternative 
proposal  for  the  Hayward  Place  garage  site  was  included  in  Part  III  of 
the  Draft  E.I.S.   -  Alternatives  to  the  Proposed  Project. 

In  addition,   since  publication  of  the  Draft  Environmental  Impact  Statement, 
the  schedule  of  project  activities  and  details  of  the  project  financing 
have  been  modified.     An  updated  project  activities  schedule  follows: 
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Table  B.l 
Project  Activity  Schedule 


Activity 

Acquisition  of  remaining  project 

property 
Acquisition  of  leasehold  interest  in  Hayward 

Place  garage 
Demolition  and  site  clearance 
Design  for  new  garage  construction 
Construction  of  new  garage 
Project  improvements  construction 
New  Essex  Street  construction 
Developer  support  system  construction 
Retail  construction 
Hotel  construction 


Starting 

Completion 

Date 

Date 

December  1978 

February  1979 

December  1978 

January  1979 

January  1979 

April  1979 

November  1978 

March  1979 

June  1979 

August  1980 

May  1979 

July  1981 

February  1979 

June  1979 

June  1980 

August  1980 

August  1980 

August  1982 

August  1980 

August  1982 

A  revised  summary  of  the  total  project  funding  program  is  indicated  on 
Table  B.2.     This  table  includes  updated  project  cost  figures  as  well  as 
revisions  in  the  source  of  funds  for  the  public  investment  portion  of 
the  development.     It  is  currently  proposed  to  apply  the  $8,000,000 
Urban  Development  Action  Grant  (UDAG)  funds  entirely  for  the  garage 
portion  of  the  project,  including  acquisition  of  the  underground  garage 
site,   acquisition  of  the  leasehold  interest  in  the  Hayward  Place  garage, 
retirement  of  HUD  notes  on  the  Bedford-West  urban  renewal  parcel, 
demolition  of  the  Jordan  Marsh  Annex  building,   and  partial  construction 
of  the  garage  itself. 

The  planned  revisions  to  the  Lafayette  Place  project  will  result  in  the 
following  environmental  impacts  (separately  and  cumulatively): 

1.       Land  Use  and  Physical  Characteristics  of  the  Area 

The  proposed  office  use  will  be  compatible  with  the  existing  and 
proposed  land  use  and  character  of  the  surrounding  area  as  well 
as  with  the  retail  commercial/hotel  use  of  the  project  area.     Office 
use  is  an  integral  use  in  the  Central  Business  District  and  within 
the  retail  core  occupies  the  upper  floors  of  many  of  the  multi- 
storied  commercial  structures.     Several  office  buildings  also  are 
located  in  the  environs  of  the  project  site,  and  in  addition  the 
State  Transportation  (office)  Building  is  planned  for  construction 
in  the  nearby  Park  Plaza  Renewal  Area  and  a  site  adjacent  to 
Lafayette  Place  is  under  consideration  for  a  new  Federal  Office 
Building. 
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Table  B.2 

LAFAYETTE  PLACE  PROJECT 

Source  of  Funds 


Private  Investment  (Sefrius/Mondev) 

1.  Air  rights  acquisition 

2.  Retail  center  construction 

3.  Hotel  construction 

4.  Office  construction 

5.  Support  system  construction 


Public  Investment  (City  of  Boston/BRA) 
UP  AG  Funds 

1.  Property  acquisition 

2.  Acquisition  of  leasehold  interest 

in  Hayward  Place  garage 

3.  HUD  note  retirement  (Bedford-West) 

4.  Demolition  (Jordan  Marsh  Annex) 

5.  Garage  construction 


Bond  Financing 

1.  Land  acquisition 

2.  Construction  of  underground  garage 

3.  Demolition  of  Hayward  Place  garage 

4.  New  Essex  Street  construction 

5.  Street  widenings 

6.  Plazas,  malls,  kiosks,  etc. 


Total  Private  and  Public  Investment 


3,650,000 
27,000,000 
38,000,000 
10,000,000 

3,000,000 


$  4,500,000 

400,000 
1,200,000 

700,000 
1,200,000 


1,500,000 
15,300,000 
200,000 
2,500,000 
1,700,000 
4,500,000 


$  81,650,000 


$   8,000,000 


$  25,700,000 
$115,350,000 
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There  will  be  no  conflict  with  the  Boston  Zoning  Code,   since     the 
existing  zoning  for  the  site  (B-10)  allows  for  office  use.     The 
addition  of  100,000  square  feet  of  building  area  will  increase  the 
floor  area  ratio  (FAR)  of  the  project  from  4.8  to  5.2,  which  is  still 
considerably  below  the  permitted  FAR  of  10  and  is  within  the 
general  density  of  the  surrounding  area  (FAR=4-7).     The  addition 
of  office  space  also  is  consistent  with  the  Bedford-West  Urban 
Renewal  Plan  (Appendix  B  of  the  Draft  EIS),  which  allows  office 
as  a  permitted  use  for  the  renewal  parcel  included  within  the 
development  site. 

The  major  impact  on  the  environs,  including  Chinatown,  will  be 
increased  activity  generated  by  office  use.     Based  on  the  current 
BRA  Research  Department  estimate  of  200  square  feet  (net)  per 
office  worker,   the  proposed  office  development  will  add  an  estimated 
425  persons  to  the  project  area  on  a  daily  basis,  with  an  additional 
105  business  visitors  (25%  of  total  workers).     These  employees  and 
visitors  could  be  expected  to  generate  additional  vehicular  traffic 
on  the  streets  in  the  vicinity  of  the  project  area  (for  details,   see 
"Transportation  Network"  below),  resulting  in  attendant  changes  in 
air  quality  and  noise  impacts. 

2.  Land  Conditions  and  Natural  Resources 

The  proposed  addition  of  the  office  space  will  have  no  additional 
effect  on  the  existing  land  conditions  or  natural  resources.     In 
particular,  the  existing  subsurface  geologic  and  soil  conditions  are 
such  that  the  added  load  of  the  office  addition  should  not  present 
any  construction  problems. 

3.  Transportation  Network 

The  additional  office  space  is  not  expected  to  result  in  any  signif- 
icant impact  on  the  area's  transportation  network  or  facilities. 
The  proposed  office  use  will  add  an  estimated  527  person-trips 
(two-way)  per  day  to  the  project  area  (see  Attachment  B.l). 
Based  on  available  studies,     the  modal  split  for  the  425  employees 
and  105  visitors  is  calculated  as  follows: 

Auto:  0.3  @  1.3  persons/auto 

Rapid  Transit:  0.5 

Bus/Train:  0.1 

Walk/Other:  0.1 

It  is  also  estimated  that  a  majority  of  these  trips  (75%  for  office 
employees)  would  be  made  during  the  morning  (8-9)  and  evening 
(5-6)  rush  hours,  when  the  greatest  demand  is  being  placed  on 


Barton- Aschman  Associates,   Inc.,   Site  Anaylsis  -  Lafayette  Place, 
Boston,  Massachusetts,  prepared  for  SEFRIUS,  Developers, 
Washington,  D.C.,  July  1974;  Wilbur  Smith  and  Associates,   An 
Access  Oriented  Parking  Strategy  for  the  Boston  Metropolitan  Area, 
Boston,    1974. 
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Table  B.3 
(Table  II. A. 9  Revised) 

Peak  Hour  Traffic  Generated  by  the  Proposed  Lafayette  Place  Development 

Land-Use 


Time 


Retail 


Hotel 


Office 


Total 


Outbound  PM  Peak 
(5:00  PM  to  6:00  PM) 

Inbound 

Outbound 


335 

475 


30 
55 


5 
60 


370 
590 


TOTAL 


810 


85 


65 


960 


Outbound  Shopping  Peak 
(9:00  PM  to  10:00  PM) 

Inbound 
Outbound 


85 

640 


15 
30 


100 
675 


TOTAL 


725 


45 


775 


Inbound  AM  Peak 
(7:00  AM  to  8:00  AM) 

Inbound 

Outbound 

TOTAL 


85 
45 

130 


30 
15 

45 


70 
_0 

70 


185 
60 

245 


Inbound  Shopping  Peak 
(7:00  PM  to  8:00  PM) 

Inbound 

Outbound 


585 
335 


110 
110 


700 
450 


TOTAL 


920 


220 


10 


1,150 


Source:     Appendix  F  (Draft  EIS)  and  Attachment  B.l 
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the  city's  transportation  network.     Business  visitors  would  be 
dispersed  throughout  the  day  and  would  have  no  noticeable  impact 
on  the  system. 

Attachment  B.l  and  Tables  B.3  and  B.4  (revised  Tables  II. A. 9 
and  II. A.  10  of  the  Draft  EIS)  indicate  the  additional  auto  traffic 
generation  and  distribution  as  a  result  of  the  proposed  office 
development.     As  noted  above,   the  major  impact  will  occur  during 
the  A.M.   and  P.M.   peak  hour  periods,  when  an  additional  70 
(morning)  and  65  (evening)  autos  would  be  added  to  the  downtown 
vehicular  stream.     Although  this  increase  is  minimal,  it  will  take 
place  at  the  commuter  hours,  when  traffic  entering  and  exiting 
from  the  core  area  is  the  heaviest,   and  existing  conditions  of 
congestion  would  be  further  exacerbated  to  a  minor  degree. 
However,   the  BRA  Transportation  Planning  Department  analysis  of 
the  Lafayette  Place  project  did  not  indicate  that  any  capacity 
problems  would  result  from  the  project  as  originally  proposed,   as  a 
direct  result  of  the  project  development,   and  the  additional  65-70 
vehicles  during  the  peak  hours  are  not  expected  to  alter  this  con- 
clusion. 

Peak  parking  demand  from  the  office  development  is  estimated  at  98 
spaces  (see  Attachment  B.l).     Assuming  that  100%  of  these  spaces 
would  be  located  in  the  Lafayette  Place  garage  (a  highly  unlikely 
worst-case  situation,   since  the  rate  structure  of  the  garage  will  be 
such  as  to  favor  short-term  shopper  parking  and  to  discourage 
all- day  parking),   the  revised  impact  on  adjacent  street  segments  is 
as  follows: 

Table  B.5 
Street  Segment  Analysis 


Street  Segment 

New  Street,  from  Kingston  to  Harrison 
Summer  Street,  from  Purchase  to  South 
Harrison  Ave .  Ext . ,  from  JNew  to  Hay  ward 
Summer  Street,  from  South  to  Devonshire 
Chauncy  Street,  from  Essex  to  Bedford 
Kingston  Street,  from  Summer  to  Essex 
Bedford  Street,  from  Chauncy  to  Summer 
Bedford  Street,  from  Kingston  to  Chauncy 


TTIP 

Garage 

Garage 

Volume 

Volume 

Increase 

610 

97 

15.9% 

200 

93 

46.5% 

250 

193 

77.2% 

260 

177 

68.1% 

170 

128 

75.3% 

140 

97 

69.2% 

0 

139 

- 

0 

95 

- 

In  the  P.M.   peak  hour,   the  Lafayette  Place  garage  is  projected  to 
generate  460  outbound  and  305  inbound  vehicular  trips  (assuming 
100%  office  use).     As  the  above  table  indicates,   the  greatest  in- 
crease (10%)  from  the  office  space  addition  would  occur  on  Harrison 
Avenue  Extension.     According  to  a  revised  intersection  analaysis 
(Table  B.6),   the  largest  increase  (approximately  2%)  over  the 
original  project  proposal  would  occur  at  Phillips  Square  and  at 
Washington  and  the  new  arterial  street;   the  garage  contribution  to 
the  remaining  intersections  would  be  increased  by  approximately  1% 
or  less. 
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Table  B.6 
(Table  II. A.  12  Revised) 

Intersection  Analysis  -  TTIP  and  Lafayette  Place 


Generated  Traffic 

TTIP 

Garage 

Total 

Garage 

Intersection 

Volume 

Volume 

Volume 

Contribution 

Washington -Milk 

1,075 

33 

1,108 

3.0%* 

Arch-Franklin 

760 

33 

793 

4.2% 

Summer- High 

565 

316 

881 

35.9% 

Chauncy-New 

780* 

225* 

1,005* 

22.4%* 

Washington-New 

590 

95 

685 

13.9% 

Kingston-Bedford 

140 

316 

456 

69.3% 

Essex-New 

1,140 

97 

1,317 

7.4%* 

Phillips  Square 

855 

321 

1,176 

27.3% 

Harrison- Kneeland 

2,415 

193 

2,608 

7.4% 

*  Corrected  figures;  original  table  in  error. 

In  reality,  however,  it  could  be  expected  that  the  majority  of  the 
employee  auto  drivers  would  park  at  other,  nearby,  commuter 
parking  facilities  where  all- day  rates  would  be  considerably  cheaper, 
and  therefore  there  would  not  be  a  concentration  of  additional 
vehicular  traffic  at  the  Lafayette  Place  garage. 

The  Lafayette  Place  parking  facilities,  even  with  100%  use  by  office 
parking  demand,  would  be  able  to  accommodate  adequately  the 
additional  98  space  demand  (78  spaces  for  employees  and  20  spaces 
for  visitors).     Since  the  normal  peak  period  parking  requirement 
of  the  Lafayette  Place  project  without  the  office  space  was  estimated 
at  1,285  spaces,   the  additional  office  demand  would  increase  the 
requirement  to  1,383  spaces,   still  below  the  total  proposed  space 
availability  of  1,500.     In  addition,   since  these  spaces  would  be  in 
demand  almost  entirely  during  the  weekday  only,   the  office  require- 
ments would  not  adversely  affect  the  peak  holiday  shopping  period 
demands,  which  normally  would  occur  during  office  building  off-hours 
Furthermore,  no  entrance/exit  problems  are  foreseen,   due  to  the 
excess  capacity  of  the  garage  entrance/exit  points  and  the  fact 
that  the  majority  of  the  office  related  traffic  would  enter  and  leave 
during  the  commuter  rush  hours  when  retail/hotel  usage  would  be 
minimal. 

In  the  short-term  (construction)  period,   demolition  of  the  Hayward 
Place  garage  would  add  an  estimated  average  of  27  trucks  per  day 
to  haul  away  the  demolition  debris.     If  the  demolition  of  the  garage 
occurs  early  in  the  project,   during  maximum  truck  generation 
activity,   total  truck  activity  could  increase  by  some  20%  to  161 
trucks  per  day.     The  impact  of  this  additional  traffic  on  the  local 
street  system  can  be  minimized  through  careful  scheduling  of 
arrivals  and  departures  to  avoid  peak  traffic  periods  or  by  schedul- 
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ing  the  demolition  of  the  garage  at  a  time  when  maximum  truck 
generation  from  the  remainder  of  the  project  is  not  anticipated. 
Moreover,   adequate  open  space  exists  around  the  garage  for  the 
storing  of  demolition  equipment  and  queuing  of  trucks  so  as  not  to 
impact  adversely  the  surrounding  streets . 

With  respect  to  public  transportation  facilities,  it  is  estimated  that 
50%  of  the  office  employees  would  utilize  the  rapid  transit  system 
and  that  75%  of  these  trips   (160  trips)  would  occur  during  the 
morning  and  evening  rush  hours  each.     Based  on  the  Barton- Aschman 
trip  generation  analysis,   the  highest  number  of  riders  would  be 
added  to  the  Red  Line  (50  persons)  and  the  Orange  Line  (65 
persons).     While  this  number  is  insignificant,  in  relation  to  the 
total  ridership  at  peak  hours,   some  of  the  transit  lines  currently 
are  operating  above  capacity  at  peak  periods  and  any  additional 
ridership  would  exacerbate  this  problem.     As  noted  in  the  Draft 
EIS,  however,   system  improvements  are  underway  or  in  planning 
to  eliminate  this  situation.     (See  also  response  to  MBTA  comments 
in  Part  D . )     Business  visitors  would  be  dispersed  throughout  the 
day  and  therefore  would  have  no  impact  on  the  transit  system. 

The  increased  pedestrian  volumes  generated  by  the  office  space 
are  not  expected  to  have  any  adverse  impacts,  since  the  public 
and  private  pedestrian  circulation  systems,  both  within  the  project 
and  external  to  it,   will  be  designed  to  accommodate  anticipated 
volumes . 

Infrastructure  and  Energy  Resources 

The  addition  of  425  employees  and  105  visitors  generated  by  the 
office  space  would  increase  average  water  demand  by  19,625  gallons 
per  day.       Total  demand  of  the  Lafayette  Place  project  therefore, 
would  increase  by  5%  to  414,390  gal. /day  average,  or  a  0.28% 
increase  in  total  City  demand  (0.01%  increase  from  the  original 
project) .     Average  daily  sewage  demand  would  also  increase  by 
19,625  gallons,   an  insignificant  impact  on  the  area's  sanitary 
sewage  system. 

Demolition  of  the  Hayward  Place  garage  would  add  an  estimated 
20,620  cubic  yards  (43,302  tonsj  to  the  demolition  debris  generated 
by  the  Lafayette  Place  project,     for  a  total  of  79,690  cubic  yards 
(167,349  tons).     This  sum  represents  a  35%  increase  in  project 
generated  demolition  debris  which  will  require  disposal  at  an  approved 
disposal  site.     Steel  beams  and  possibly  some  other  building  elements 
can  be  salvaged  for  reuse,   which  would  reduce  to  some  extent  the 
impact  of  this  additional  demolition. 

Based  on  40  gal. /capita/day  for  employees  and  25  gal.  /capita/ day 
for  visitors  (BRA  Engineering  Department) 

Based  on  demolition  debris  equal  to  30%  of  total  building  volume 
(68,725  cubic  yards)  and  a  weight  of  2.1  tons  per  cubic  yard 
(Appendix  H  of  the  Draft  EIS). 
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The  proposed  office  space  construction  would  not  add  to  the  amount 
of  demolition  or  excavation  debris  material  but  would  increase  , 
construction  debris  by  an  estimated  350  cu.   yds.    (122.5  tons)    . 
Total  solid  waste  generated  during  the  construction  period,  there- 
fore, is  estimated  to  increase  by  10.5%  to  220,210  cu.   yds. 
(532,593.5  tons). 

Energy  consumption  of  the  added  office  space  is  estimated  by 
Boston  Edison  Company  at  400KW  electrical  demand  and  2,500 
lbs. /hour  steam  demand  (assuming  ^eating  and  air  conditioning  are 
supplied  by  Boston  Edison  steam).       Total  electrical  demand  of  the 
project,   therefore,  would  increase  to  2,450KW,   an  increase  of  0.44% 
to  the  total  load  for  downtown  Boston.     Total  hourly  steam  demand 
would  increase  to  35,500  lbs.   or  an  increase  of  1.7%  over  existing 
downtown  maximum  hourly  demand.     Existing  and  proposed  Edison 
facilities  will  be  adequate  to  meet  this  minimal  additional  demand. 

5.       Air  Quality 

The  demolition  of  the  Hayward  Place  garage  could  add  an  estimated 
maximum  of  145  tons  of  particulate  matter  to  the  ambient  air  during 
the  three-month  demolition  period  (or  an  average  of  1 . 6  tons  per 
day).       This  amount  would  be  added  to  the  1.8  tons  per  day 
maximum  anticipated  to  be  generated  during  the  first  year  of 
development,  when  all  proposed  demolition  and  land  clearance  and 
excavation  activities  are  scheduled  to  be  undertaken.     Since  existing 
particulate  levels  are  high  in  the  Boston  area  and  violations  of 
standards  have  been  recorded,   this  increase  would  represent  a 
significant  adverse  impact  unless  proper  controls  and  available 
mitigation  measures  (such  as  extensive  or  continuous  wetting  of 
the  demolition  site)  are  implemented,  which  can  reduce  dust  generation 
by  as  much  as  50%  to  80%.     The  addition  of  the  100,000  sq.ft.   of 
office  space  to  the  Lafayette  Place  project,  however,  will  have  only 
minimal  short- term  impacts  on  particulate  levels  from  the  construc- 
tion process  itself.     In  addition,  gaseous  emissions  (primarily 
carbon  monoxide,  hydrocarbons,  and  nitrogen  oxides)  will  increase 
slightly  during  the  construction  period  due  to  the  greater  number 
of  trucks  necessary  for  removal  of  the  demolition  debris  and  addi- 
tional construction  and  to  the  longer  use  of  certain  demolition  and 
construction  equipment. 


Based  on  70  cu.   yds. /20, 000  sq.  ft.  of  building  area  and  0.35 
tons/cu.yd.     (Appendix  H  of  the  Draft  EIS). 

Although  project  plans  for  heating  are  still  being  developed, 
on-site  fuel  burning  currently  is  not  being  contemplated  for  this 
project . 

Based  on  6.7  lbs  of  dust  per  ton  of  demolition  waste;  total  demoli- 
tion waste  of  the  Hayward  Place  garage  is  estimated  at  43,302 
tons. 
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In  the  long-term,   no  significant  additional  impact  on  air  quality  is 
expected  to  result  from  additional  building  mechanical  equipment. 
Rather,   the  increased  height  of  the  building  will  permit  a  higher 
elevation  for  the  venting  of  exhausts ,   which  could  slightly  improve 
the  opportunity  for  the  mixing  of  pollutants  and  for  a  reduction 
of  ground  level  impacts  from  building  generated  emissions.     Similarly, 
garage  ventilation  emissions  from  the  additional  parking  demand  of 
the  office  space  should  increase  very  minimally,   due  to  the  relatively 
minor  increase  of  this  demand.     No  changes  would  occur  in  the 
garage  emission  rates  given  in  Table  II. A. 21  of  the  Draft  EIS  or  in 
the  CO  level  impact  in  Table  II. A. 22,   since  these  calculations  were 
based  on  worst-case  assumptions  and  were  not  directly  related  to 
actual  anticipated  garage  usage.     Actual  CO  concentrations  within 
the  garage  are  expected  to  be  considerably  less  than  the  maxima 
indicated  in  Table  II. A. 21. 

With  respect  to  traffic- related  air  quality  impacts,   the  additional 
traffic  generated  by  the  office  space  (assuming  100%  usage  of  the 
Lafayette  Place  garage)  generally  would  result  in  only  minor  in- 
creases in  carbon  monoxide  concentrations  at  certain  of  the  modelled 
intersection  receptor  locations.     No  violations  of  the  1-hour  standard 
and  no  new  violations  of  the  8-hour  standard  would  result,   although 
anticipated  violations  at  a  few  of  the  intersections  would  be  slightly 
exacerbated.     The  most  significant  increases  would  occur  on  Harrison 
Avenue  at  Kneeland  Street  (Receptor  Location  13),  where  the 
1-hour  concentration  would  rise  by  1.9  ppm  and  the  8-hour  concen- 
tration by  1.0  ppm.     For  the  most  part,    1-hour  concentrations 
would  increase  between  0.1  and  1.0  ppm  (average,   0.46  ppm)  and 
the  8-hour  concentration  by  0.1  to  0.5  ppm  (average,  0.24  ppm). 
Of  the  33  receptor  locations  modelled,   no  increases  would  occur  at 
22  of  the  sites .     A  summary  of  the  additional  pollutant  concentrations 
as  a  result  of  the  office  space  ..generated  traffic  is  presented  on 
B.7  (Table  II. A. 20,   Revised). 

Project-related  VMT  (vehicle  miles  of  travel)  per  year  is  expected 
to  increase  by  637,000  (7.5%  over  the  original  project)  as  a  result 
of  the  office  space  addition.     Net  change  in  VMT,   therefore,   is 
estimated  to  increase  by  +9,091,445,   or  0.057%  of  the  Metropolitan 
Boston  AQCR  VMT  (an  increase  of  0.004%  over  the  original  project). 
A  VMT  analysis  of  the  office  space  addition  is  presented  in 
Attachment  B  .  2 .     Mitigation  measures ,   such  as  encouraging  em- 
ployees to  use  mass  transit  facilities  (through  the  MBTA  Pass 
Program)  or  car  pools  can  help  to  reduce  the  usage  of  parking 
spaces  in  the  project  vicinity  and  thus  the  regional  VMT. 


Data  respecting  the  air  quality  impact  of  the  additional  traffic 
generation  was  furnished  by  Bolt  Beranek  and  Newman,   Inc. 
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Source:   Bolt,   Beranek  &  Newman,   Inc.,  Air  Quality  Impact  Analysis  of  the 
Proposed  Lafayette  Place  Parking  Garaoe,  June  1978,  Figure  2 

Figure  B.15:  RECEPTOR  SITES  -  LAFAYETTE  PLACE  AIR  QUALITY   IMPACT  ANALYSIS 
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Noise  Levels 

The  additional  demolition  and  construction  activities  would  not  add 
any  perceptible  increase  to  construction  period  noise  levels,   as  the 
demolition  of  the  Hayward  Place  garage  and  the  office  construction 
would  occur  concurrently  with  on-going  activities  and  the  resulting 
individual  noise  sources  would  tend  to  blend  together. 

Additional  building  mechanical  systems  would  be  necessary  to  serve 
the  office  structure,   but  generally  they  would  be  located  some 
seven  stories  above  street  level.     Proper  design  and  mechanical 
controls,   as  well  as  the  normal  decay  of  sound  pressure  levels  with 
distance,   should  assure  that  no  adverse  impacts  are  likely  to 
result  from  the  additional  equipment. 

The  proposed  office  space  is  expected  to  add  only  minimal  addi- 
tional traffic  to  the  adjacent  streets  (maximum  P.M.   peak  hour 
increase  is  estimated  at  25  vehicles  on  Harrison  Avenue  Extension, 
or  an  increase  of  10%) .     The  increased  volumes  are  not  expected  to 
result  in  any  perceptable  changes  in  projected  noise  levels. 

Water  Quality 

During  demolition  of  the  Hayward  Place  garage  some  additional 
pollutants  and  suspended  solids  could  be  added  to  the  Boston 
Harbor  water  from  surface  runoff  during  storm  conditions  and  from 
potential  spillage  from  trucks  hauling  the  demolition  debris.     Such 
additions  would  be  minimal  and  have  insignificant  impact  on  the 
water  quality. 

Occupancy  of  the  proposed  office  space  would  add  an  estimated 
19,625  gallons  per  day  of  sanitary  wastewater,  for  a  project  total 
of  414,390  gal. /day.     The  contribution  from  the  project  to  the 
Deer  Island  Sewage  Treatment  Plant  (which  has  a  current  load  of 
299  MGD),   therefore,  would  increase  from  0.13%  to  0.14%.     This 
increase  would  be  insignf icant . 

Wind  and  Shadow  Effects 

A  detailed  discussion  of  the  wind  impacts  of  the  proposed  Lafayette 
Place  project,  including  the  addition  of  the  four  floors  of  office 
space,  is  included  in  Part  D  below. 

The  major  shadow  effect  of  the  additional  stories  would  be  increased 
shadowing  of  the  Washington  Street  facades  opposite  the  project 
area  (for  further  comments,   see  "Historic  Resources"  below),   and 
increased  shadowing  of  the  interior  shopping  mall,   resulting  in  less 
exposure  of  the  mall  to  the  sun.     This  can  be  considered  an 
adverse  impact  during  those  seasons  of  the  year  when  sunlight 
would  be  welcomed  in  the  mall. 
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Community  Character 

A  major  impact  of  the  incorporation  of  office  space  into  the 
Lafayette  Place  project  relates  to  the  general  office  space  develop- 
ment in  downtown  Boston.     Office  market  trends  in  Boston  have 
been  generally  governed  by  basic  supply  and  demand  conditions 
but  have  been  more  highly  susceptible  to  changing  local  and  national 
economic  currents  than  have  other  markets  such  as  retail  and 
housing.     Until  1973,  almost  half  of  the  private  downtown  office 
space  in  Boston  had  been  built  between  1891  and  1930.     These 
dates  correspond  to  the  period  in  which  Boston  completed  its 
change  from  a  mercantile  to  an  industrial  economy  and  experienced 
a  doubling  of  its  population.     During  the  next  thirty  years  very 
little  office  space  was  constructed,  possibly  due  to  a  combination 
of  economic  depression,  a  shift  in  Boston's  economic  base,   the 
adequacy  of  existing  structures  in  terms  of  physical  conditions, 
and  the  resultant  low  demand  for  new  construction.     However, 
from  1961  to  the  present,  the  Boston  office  market  has  experienced 
substantial  growth  and  15.5  million  square  feet  of  office  space  have 
been  built.     This  building  boom  was  directly  related  to  the  need 
for  additional  and  newer  office  space,  but  also  was  influenced  by 
Boston's  property  tax  structure  and  by  the  advent  of  Chapter 
121A  and  tax  letters  of  agreement. 

During  this  recent  period  of  new  construction,  Boston's  office 
market  has  been  able  to  absorb  the  large  amounts  of  new  space. 
Although  Class  C  structures  (those  constructed  before  1960  with 
only  essential  maintenance)  have  suffered  from  the  new  construc- 
tion, the  overall  vacancy  rates  have  remained  consistantly  below 
10%  with  the  exception  of  the  past  two  years.     Table  B.8  lists  the 
average  vacancy  rates  for  all  classes  of  Downtown  Boston  private 
office  space  from  1934  to  the  present.     In  April,   1977,   the  vacancy 
rate  rose  to  15.10%,  reflecting  the  large  addition  of  new  or  Class  A 
space  (built  after  1958  or  completely  modernized)  and  the  impact  of 
economic  recession  on  the  Downtown  economy  that  occurred  at  that 
time.       By  April,   1978,  the  vacancy  rate  dropped  to  10.10%, 
demonstrating  a  downward  trend  that  is  expected  to  continue. 
The  current  total  supply  of  private  office  space  is  38  million  gross 
square  feet,  of  which  3.8  million  square  feet  is  surplus. 

In  1979,  for  the  first  time  in  14  years,  there  will  be  no  office 
building  completions  in  the  downtown  area;  and  since  there  are  no 
immediate  plans  for  new  construction  to  begin,   there  will  be  no 
buildings  completed  until  the  early  1980's.     Two  major  develop- 
ments other  than  Lafayette  Place  which  would  include  private  office 
space  are  currently  in  the  planning  stages.     These  include  Park 


Matrullo,  Michael,   "The  Office  Industry  Survey  Interim  Report", 
Boston  Redevelopment  Authority,   Boston.     September  1977,   p. 9. 
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TABLE  B.  8 

DOWNTOWN    BOSTON    VACANCY    RATES   (1934  -   1978) 

FROM   BOMA   OFFICE   VACANCY   SURVEY  S 


Date  of  Survey 

May  34 
May  39 
May  44 
May  49 
May  50 
May  51 
May  52 
October  52 
May  53 
October  53 
May  54 
October  54 
May  55 
October  55 
May  56 
October  56 
May  57 
October  57 
May  58 
October  58 
May  59 
October  59 
May  60 
October  60 
May  61 
October  61 
May  62 
October  62 
October  63 
January  64 
October  64 
April   65 


29.00 
24.80 

15.42 
4.28 
4.69 
4.79 
3.64 
3.72 
3.74 
3.84 
4.30 
5.33 
4.95 
4.52 
3.43 
3.55 
3.42 
2.69 
2.94 
3.52 
4.68 
5.48 
5.98 
8.06 
5.11 
6.76 
4.60 
4.60 
7.35 

10.90 
9.20 
8.40 


Date  of 

Survey 

%  of  Vacancy 

October 

65 

8.40 

April  66 

6.90 

October 

66 

7.40 

April   67 

7.50 

October 

57 

5.00 

April   68 

3.40 

October 

63 

2.70 

April  69 

2.90 

October 

69 

2.40 

April   70 

1.70 

October 

70 

2.40 

April   71 

4.20 

October 

71 

8.10 

April   72 

6.90 

October 

72 

5.20 

April   73 

5.20 

October 

73 

10.70 

April   74 

6.00 

October 

74 

7.80 

April   75 

7.30 

October 

75 

7.50 

April   76 

11.50 

October 

76 

12.10 

April   77 

15.10 

October 

77 

13.60 

April   78 

10.10 
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Plaza,   which  proposes  1.5  million  square  feet  of  office  space,   and 
Copley  Place,   which  plans  for  600,000  square  feet.     The  Federal 
government,   which  currently  is  leasing  private  office  space  in 
several  downtown  Boston  private  office  buildings,   is  planning  to 
begin  construction  of  a  new  Federal  office  building  in  1979.     Upon 
completion  of  this  new  facility,   the  Government  will  vacate  approx- 
imately 536,140  gross  square  feet  of  space  and  thus  open  up  this 
space  to  the  private  office  market.     Approximately  56%  of  this 
space  is  Class  A  and  36%  Class  B,   which  are  the  more  easily 
rented  types  of  space;   only  8%  is  the  older  Class  C  space.     Between 
now  and  1982,   the  projected  absorption  rate  for  all  classes  of 
office  space  will  be  slightly  over  600,000  square  feet  annually, 
which  should  cause  Boston's  vacancy  rate  to  fall  below  6%  in  three 
years . 

Lafayette  Place  will  contribute  100,000  gross  square  feet  of  new 
office  space  to  the  current  total  available  space.     At  the  present 
time,   Class  A  space  accounts  for  approximately  40%,   or  15.1  million 
square  feet,  of  the  total  and  experiences  the  lowest  vacancy  rate 
by  class .     It  is  projected  that  between  1978  and  1985  total  office 
space  demand  should  increase  by  6.0  million  square  feet.       The 
office  space  proposed  by  the  Lafayette  Place  development,   combined 
with  the  Park  Plaza  and  Copley  Place  proposals,  would  total  2.2 
million  square  feet.     With  this  proposed  increase,  plus  the  existing 
surplus  of  3.8  million  square  feet,   the  supply  would  actually 
approximate  the  demand.     There  will  be,  of  course,  other  sources 
of  increased  office  space  during  this  period,  including  the  space 
vacated  by  the  Federal  government,  building  conversions,   and 
rehabilitation  of  Class  C  space.     However,   the  current  trend  is 
toward  an  increasing  demand  for  office  space  through  the  1980's 
based  on  employment  trends  and  the  occupational  shift  projected 
for  the  City  of  Boston  and  the  Boston  SMSA.     Between  1974  and 
1986  City  projections  indicate  a  net  gain  in  office  employment  for 
the  Downtown  area  of  approximately  41,000  persons. 

Given  the  projected  demand  conditions,   the  proposed  Lafeyette 
Place  development  should  help  to  meet  this  need  and  therefore 
beneficially  impact  the  office  market.     At  the  same  time,   the  market 
still  would  be  able  to  absorb  actively  marketed  and  upgraded  Class  C 
buildings  and  thus  strenghten  that  segment  of  the  market. 


Matrullo,  Michael,    "Boston's  Office  Market,   A  Brief  Look  at 
Construction  and  Vacancy  Levels",  Boston  Redevelopment  Authority, 
August  1978,   p. 2. 

Boston  Redevelopment  Authority .   Supplemental  Environmental  Impact 
Report,   Park  Plaza  Urban  Renewal  Project,   Boston,   p.    279. 

ibid,  p.    280 
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In  terms  of  the  impacts  of  the  Lafayette  Place  office  space  on 
employment  in  the  City,   it  is  estimated  that  425  persons  would  be 
employed  at  various  salary  levels,   for  a  total  permanent  employment 
of  1,558  persons.     The  average  annual  wage  for  the  office  employ- 
ment is  estimated  at  $13,000  per  worker  (BRA  Research  Department). 
Since  approximately  one  of  every  three  workers  are  projected  to 
come  from  within  the  City,   Boston's  economy  would  be  positively 
affected.     In  addition,   construction  of  the  office  space  is  expected 
to  generate  an  additional  433  construction  man-years  of  work,   with 
a  payroll  estimated  at  $7.16  million. 

10.  Community  Facilities  and  Services 

With  the  exception  of  sanitation  services,  the  proposed  addition  of 
office  space  to  the  Lafayette  Place  project  will  not  result  in  any 
adverse  burden  on  community  facilities  and  services  (e.g,  police 
and  fire  protection),   all  of  which  are  adequate  to  serve  the  needs 
of  the  office  space  and  its  users.     With  respect  to  solid  waste,  it 
is  estimated  that  the  office  proposal  would  add  approximately  0.37 
tons  of  waste  per  day,     or  an  increase  of  2.6%.     Total  solid  waste 
generated  by  the  revised  project,   therefore,  would  equal  approx- 
imately 14.83  tons  per  day,  or  5,413  tons  per  year,  which  would 
require  disposal  at  an  approved  landfill  or  incineration  site.     This 
increase  is  not  considered  to  be  significant  and  can  be  mitigated 
by  the  developer's  commitment  to  the  implementation  of  trash 
reduction  measures  or  resource  recovery  systems. 

11.  Economic  Analysis  and  City  Revenues 

The  economic  analysis  of  the  addition  of  the  100,000  square  feet  of 
office  space  to  the  Lafayette  Place  project  is  detailed  in 
Table  B.9  (Table  II. B. 6,  Revised),  which  also  indicates  the 
effects  of  the  updated  project  cost  and  financing  schedule  and  the 
incremental  change  from  the  project  as  originally  proposed. 

Tables  B.10  to  B.13  (revised  Tables  II. B.9  to  II.B.12  of  the  Draft 
EIS)  present  the  effect  on  municipal  revenues  and  public  investment 
of  the  project  addition  as  well  as  the  updated  project  financing 
schedule.     The  public  investment  required  to  implement  the  Lafayette 
Place  project  has  increased  by  $3  million  to  $33,700,000  and  will  be 
accommodated  in  two  ways.     The  $8,000,000  UDAG  grant  will 
absorb  part  of  the  public  development  costs,  including  the  financial 
settlement  of  the  Bedford-West  Urban  Renewal  Project.     This  is  a 
direct  grant  and  will  not  require  the  assumption  of  debt  service  by 
the  City  of  Boston.     The  remaining  $25,700,000  public  investment 
will  be  financed  by  Revenue  Bonds  and  General  Obligation  Bonds 
issued  for  a  20  year  period  by  the  City  of  Boston  and  the  Boston 
Redevelopment  Authority.     The  present  construction  schedule  for 


Based  on  a  generation  of  0.9  lbs. /capita/ day  for  office  workers 
and  visitors,  plus  the  addition  of  special  wastes  generated  by  the 
additional  530  persons  daily  population  (Appendix  R  of  Draft  EIS). 
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Table  B.9 
(Table  II. B. 6  Revised)* 

Economic  Impact  of  the  Lafayette  Place  Development 

Summary  Table 

A.  Public  and  Private  Investment: 

Sector  Total  Construction 

Development  Costs  Related  Costs 

(In  millions)  (In  millions) 

Private  Investment  $     81.650  (+$40.4)  $     49.7  (+$15.7) 

Public  Investment  33.7       (+$3.1)  24.4  (+$  4.4) 

Total  Investment:  $  115.350  (+$43.5)  $     74.1  (+$20.1) 

B.  Economic  Impact  from  Construction  Activity 

1.     Employment  and  Income: 

Construction  Jobs  Construction  Payroll 

(In  millions) 


Project  Total    Avg.   Annual     Project  Total        Avg.   Annual 

Private  Development:        1,355  (+433)       339  (+109)       $22.36  (+$7.16)     $5.59  (+$1.79) 

Public  Development 
and  Improvements  665  (+120)       166  (+  30)         10.98  (+$1.98)       2.74  (+$0.49) 

Total:  2,020  (+553)       505  (+139)       $33.34  (+$9.14)     $8.33  (+$2.28) 

2.     Multiplier  Effect  from  Annual  Construction  Payroll  on  Local  and  Regional  Econom 


$16.66  million  (+4.56M) 

3.     Annual  State  Tax  Revenues  Generated  from  Construction  Activity: 

Tax 

Personal  Income  Tax  $  333,200  (+$  91,200) 

Business/Corporate  and 
Miscellaneous  Taxes  318,080  (+$100,480) 

Total  Annual  Tax  Revenue 

Generated  by  Construction:  $  651,280  (+$191,680) 

*  Includes  updated  project  financial  statistics  as  well  as  addition  of  office  space. 
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C.         Economic  Impact  of  New  Development  When  Completed 
1.         Sales,   Employment,   Income 


Development 

Private 

Development 
Public 

Development 

Totals: 


Annual  Sales 
(In  millions) 

$     37.6 


$     37.6 


Avg .    Annual 
Employment 

1,558  (+425) 

8 

1,566  (+425) 


Annual  Payroll 
(In  millions) 

$13,865  (+55,525) 

.05 

$13,915  (+$5,525) 


Multiplier  Effect  on  Local  and  Regional  Economy  from  Annual 
Employment  Payroll: 


$27.85  million  (+$11.05M) 


3.     Annual  Tax  Revenues  Generated  from  New  Development 
after  Completion: 


Tax 

Real  Estate 
Personal  Income  Tax 
Retail  Sales  Tax 
Hotel  Room  Occupancy  Tax 
Meals  Tax 

Business/Corporate  and 
Miscellaneous  Taxes 


State 


695,550  (+$276,250) 

600,000 

370,000 

660,000 

444,600  (+$204,000) 


City  of  Boston 

$       1,234,600  (+$234,600) 


Total  Annual  Tax 

Annual  Parking  Garage 

Revenues  to  City- 
Annual  Air-Rights  Payment: 

Total  Annual  Revenues 
to  City  of  Boston*: 


$2,770,150  (+$480,250)     $  1,234,600  (+$234,600) 

$  1,800,000 

$  150,000 

$  3.184,600  (+$384,600) 


*  After  Year  22,  following  payment  of  debt  service  for  Revenue  and 
General  Obligation  bonds  to  finance  portions  of  public  investment. 
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D.         Net  Economic  Impact  on  City  of  Boston  Economy  from  Completed 
Lafayette  Place  Development: 


Current  Level 
on  site 


Net  Gain 
New  Development     to  City 


1.  Annual  Sales 

2.  Annual  Employment 

3.  Annual  Payroll 

4.  Total  Annual  Tax,   Air- 
Rights,  and  Parking 
Garage  Revenues  to  the 
City  of  Boston 


0 

10(est.) 

$60,000 


$770,500 


$     37.6  million 
1,566  (+425) 
$     13.915  million 
(+$5.525M) 


$37.4  million 
1,556  (+425) 
$13,855  million 
(+$5.525M) 


$3.184M  (+$.384M)     $2.414M  (+$.384P' 
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Notes  for  Table  B.9 

A.  Public  and   Private   Investment 

Development  and  construction   costs  estimates  furnished   by  Sefrius 
Corp.    (private  sector)  and  City  of  Boston   (public  sector). 

B.  Economic   Impact  from  Construction   Activity 

1 .  Employment  and   Income 

Construction  employment  and  payroll   based  on  total  construction 
wages  equalling  45%  of  total   construction  costs  and  average 
annual   wages  of  $16,500  for  construction   workers.      Time 
period  for  completing  the  project  is  4  years. 

2.  Multiplier  Effect 

Multiplier  effect  on  local  and  regional  economy  calculated  by 
applying  a  multiplier  of  2.0  to  the  annual  disposable  income 
from  construction   payroll. 

3.  Annual   State  Tax   Revenues 

Personal  Income  Tax  -  tax  rate  of  5%  applied  to  80%  of  total 
annual  construction  payroll. 

Business/Corporate  and  Miscellaneous  Taxes   -  based  on  assumption 
that  8%  of  gross   business   revenues   represent  taxable  net 
income  which  is  subject  of  an   average  effective  tax   rate  of 
8%. 

C.  Economic   Impact  of  New  Development  When   Completed 
1 .        Sales,    Employment;  Income 

Sales: 

Retail:         based  on   $135  per  square  foot  net  leasable  retail 
space. 

Hotel:  based  on  average  of  $13,000  per  room  gross  plus 

beverage  and  food  sales  at  62.5%  of  total   room 
sales. 

Employment: 

Permanent  job  generation  multipliers  based  on  the  following: 

Retail  -  300  sq.    ft.    per  worker 

Hotel  -  4  rooms  per  worker 

Parking  -  250  spaces  per  worker 

Maintenance  -  (estimate) 

Management  -  (estimate) 
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Payroll: 

Annual   average  salaries  based  on  the  following: 


Retail 

-     $  7,200 

Hotel 

8,600 

Parking   Garage 

6,800 

Maintenance 

7,000 

(Source:    County   Business   Patterns,    1975,    Massachusetts,    assumption  of 
1S%  inflation   rate  April   1975  to  April   1978  based  on   U.S.B.L.S.    Boston 
Area  C.P.I .). 

2.  Multiplier  Effect 

Multiplier  effect  on  local  and  regional  economy  calculated  by 
applying  a  multiplier  of  2.0  to  the  annual  disposable  income 
from  permanent  payroll. 

3.  Annual  Tax   Revenues 

Real    Estate  Tax   -  based  on  Chapter  121A  in-lieu  tax  payments 
of  $800  per  year  per  hotel   room  and  23%  of  gross  income  from 
retail   space. 

Personal   Income  Tax  -  tax  rate  of  5%  of  total  annual   income. 

Retail   Sales  Tax   -  5%  of  total   retail  sales,   excluding  clothing, 
meals,   and  food  sales.     Clothing  sales  estimated  at  21.4%  of 
total   retail   sales,   meals  at  26%,   and  food  at  9%  (based  on 
composition  of  CBD   retail  market  from   U.S.    Bureau  of  Census, 
Census  of  Retail   Trade   ,1972). 

Hotel    Room  Occupancy  Tax   -  5.7%  of  room  sales. 

Meals  Tax   -  6%  of  estimated   restaurant  expenditures. 

Business/Corporate  and  Miscellaneous  Taxes   -  based  on  assumption 
that  8%  of  gross  business   revenues  represent  taxable  net 
income  which   is  subject  to  an  average  effective  tax  rate  of 
8%. 

Annual    Parking   Garage   Revenues   -   based  on  gross  income  of 
$1,500  per  space  (@  1,500  spaces  =  $2,250,000)   less  operating 
expenses  of  20%  of  gross  income   ($450,000). 

D.       Net  Economic   Impact  on   City  of  Boston   Economy 

1.        Annual   Sales   (current)   -  site  presently  supports  parking   lots 
and  garage  and  vacant  commercial   buildings. 
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2.  Annual   Employment  (current)   -  estimated 

3.  Annual   Payroll   (current)   -  based  on  annual   salary  of  $6,800  for 
parking  garage  worker  and  $5,500  for  parking   lot  worker. 

4.  Total  Annual   Revenues  (current)   -   based  on  current  tax   revenues 
of  $683,600  and  current  net  parking   revenues  of  $86,918. 

Additional   Notes  for  Table  B.9 

C.1     Office  Employment  Payroll   -  based  on  average  of  $13,000  per  office 
worker  (BRA   Research   Department) 

C.3    Real   Estate  Tax   (Office  Space)   -  based  on   Ch.    121 A  in-lieu  tax  payments 
of  23%  of  gross   rental  of  office  space  ($12/sq.   ft.) 

Personal    Income  Tax   (Office  Employment)   -   based  on  tax  rate  of  5%  of 
total   income. 

Business/Corporate  and  Miscellaneous  Taxes  (Office  Space)   -  based  on 
assumption  that  30%  of  gross  office  income  of  $100/sq.   ft.    represents 
profit  which  is  subject  to  an  average  effective  tax  rate  of  8%. 

Annual  Air-Rights  Payment  -  based  on  25%  of  net  profits  from  the  project, 
but  not  to  exceed  $150,000. 
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Table  B.10 
(Table  II.  B.  9     Revised) 

Total  Public  Investment  by  Year 


Year  1 

Acquisition 

Jordan  Marsh  Annex  &  Bristol  Block  $  5,000,000 

Code  Realty  Parcel  1,000,000 

Hayward  Place  Garage  Leasehold  400,000 

Boston  Edison  Parcel  (22,500  sf)  1,000,000 

Sub-Total,   Acquisition  $  7,400,000 

Demolition 

Jordan  Marsh  Annex  Building  $     700,000 

HUD  Note  Retirement  (Bedford-West)  $  1,200,000 

Lafayette  Place  Garage  Design  $  1,500,000 

Total  Year  1  $10,800,000 

Year  2 

Construction 

Lafayette  Place  Garage  $  7,500,000 

New  Essex  Street  1,700,000 

Street  Widenings  1,500,000 

Demolition 

Hayward  Place  Garage  $       200,000 

Total  Year  2  $10,900,000 

Year  3 

Construction 

Lafayette  Place  Garage  $  7,500,000 

Plazas  and  Other  Public  Improvements  4,500,000 

Total  Year  3  $12,000,000 

TOTAL  PUBLIC  INVESTMENT  $33,700,000 
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Table  B.ll 
(Table  II.B.10     Revised) 
Annual  Debt  Service  for  Lafayette  Place  Project  by  Year 


Year  1 


Acquisition  and  Demolition 

Total  Acquisition  and  Demolition  $  9,100,000 

Lafayette  Place  Garage  Design  1,500,000 

HUD  Note  Retirement  1,200,000 

Less:     UDAG  Funds  (6,800,000) 

Total  to  be  Financed  $  5,000,000 

Assume  20  year  Revenue  Bonds  @  6^% 
with  8.83%  constant  payment 

Annual  Debt  Service  Over  20  Years  $      441,550 

Total  Debt  Service  Over  20  Years  $  8,830,000 


Year  2 


Construction  and  Demolition 

Total  New  Garage  &  Hayward  Place  Garage  $15,200,000 

Public  Improvements  1,200,000 

Less:     UDAG  Funds  (1,200,000) 

Total  to  be  Financed  $17,200,000 

Assume  20  year  General  Obligation  and 

Revenue  Bonds  @  6^% 
with  8.83%  constant  payment 

Annual  Debt  Service  Over  20  Years  '         $  1,518,760 

Total  Debt  Service  Over  20  Years  $30,375,200 


Year  3 


Construction 

Total  Public  Improvements  $  4,500,000 

Total  to  be  Financed  $  4,500,000 

Assume  20  year  General  Obligation  Bonds  @  6^% 
with  8.83%  constant  payment 

Annual  Debt  Service  over  20  Years  $      397,350 

Total  Debt  Service  Over  20  Years  $  7,947,000 
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Table  B.12 
(Table  II.B.ll     Revised) 

Annual  Citv  Revenues  Upon 
ComDletion  of  Prciec:  bv  Year  of  Start 


Year 


Garage  Revenue 

1,500  spaces  €  1,500  space  $2,250,000 

less  operating  costs  $  20%  gToss  -     450 , 000 

Sub  total  garage  $1,800,000 

Total  Revenue  Starting  in  Year  3  $1,800,000 

Year  5 

Taxes 

Hotel:     500  rooms  $  $800/room  $     400,000 

Retail:   200,000  sf.   NLA  @  $3.00/sf  600,000 

Office:     35,000  sf.   NLA  @  $12.00/sf.  @  23%  234,600 

Air-Rights  Payment  150 ,  000 

Total  Revenue  Starting  in  Year  5  $1,234,600 

Total  City  Revenues  by  Year 

from  Year  5  on  $3,184,600 
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Table  B.13 
(Table  II.B.12     Revised) 

Annual  City  Net  Revenues  upon  Completion  of  Lafayette  Place  Project 

Total  Revenues  for  22  Year  Period 


(a)  Garage  (Yrs  3-22)  $36,000,000 

(b)  Hotel  (Yrs  5-22)  7,200,000 

(c)  Retail  (Yrs  5-22)  10,800,000 

(d)  Office  (Yrs.   5-22)  4,222,800 

(e)  Air-Rights  (Yrs  5-22)  2,700,000 

Total  Revenue  $60,922,800 
Total  Debt  Service  for  22  Year  Period 

(1)  Acquisition  &  Demolition  (Yrs  1-20)  $  8,830,000 

(2)  Construction  of  Garages  and  Improvements  30,375,200 
(Yrs  2-21) 

(3)  Construction  of  Public  Improvements  (Yrs  3-22)  7,947,000 

Total  Debt  Service  $47,152,200 

Total  Net  Income  $13,770,600 

Average  Net  Income  Over  22  Yr.   Period  $       625,936 
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the  project  will  permit  the  staggered  sale  of  these  bonds  over  the 
first  three  years  of  the  project  construction  period.     The  City, 
therefore,  will  be  paying  debt  service  on  the  public  portion  of  this 
development  for  a  22  year  period  once  the  construction  of  Lafayette 
Place  begins. 

The  net  average  yearly  income  to  the  City  of  Boston  from  all 
sources  in  the  Lafayette  Place  project  over  this  22  year  period  is 
estimated  to  be  $625,936  per  year.     This  amount  represents  a 
decrease  of  some  $144,582  from  the  estimated  1977  income  to  the 
City  of  $770,518  from  the  existing  site  due  to  the  extensive  bond 
financing  required  to  implement  the  public  portion  of  this  project. 
However,  following  Year  22,  the  City  would  realize  total  annual 
revenues  of  $3,184,600. 

As  these  tables  indicate,   total  annual  revenues  to  the  City  of 
Boston  are  expected  to  increase  by  $384,600  as  a  result  of  the 
office  space  addition  and  an  annual  air-rights  payment,  while  at 
the  same  time  total  debt  service  also  is  expected  to  increase  (by 
some  $11  million  over  a  22  year  period).     Although  the  increased 
debt  service  will  reduce  anticipated  average  net  income  to  the  City 
during  this  period,   the  project  still,  in  the  final  analysis,   should 
result  in  substantial  economic  gains,  both  direct  and  indirect,  for 
the  downtown  area  and  for  the  City  as  a  whole,  in  terms  of  employment 
opportunities,  retail  sales,  income  and  tax  revenues,  and  the 
"spin-off"  effects  on  the  surrounding  downtown  retail  area  (as 
more  fully  described  in  the  Draft  EIS).     While  much  of  this  impact 
in  the  City's  economy  will  not  be  fully  realized  until  several  years 
after  the  development  is  complete,  it  is  believed  that  the  long-range 
benefits  to  Boston  will  adequately  compensate  the  City  for  its 
initial  investment  in  the  project. 

12.     Aesthetic  Character 

According  to  the  BRA  Urban  Design  Department,  the  addition  of 
the  four  stories  above  the  retail  core  would  have  a  beneficial 
aesthetic  impact  since  it  would  increase  the  building  height  fronting 
Washington  Street  to  equal  the  general  height  of  buildings  along 
this  street  (the  most  notable  exception  being  the  new  Jordan  Marsh 
addition  of  only  two  stories)  and  thus  would  relate  more  appropriately 
to  the  existing  cornice  height  along  this  major  downtown  thoroughfare. 
The  additional  height  was,  in  fact,  recommended  in  the  department's 
review  of  the  original  design  of  the  proposed  project. 

Demolition  of  the  Hayward  Place  garage  will  remove  a  structure 
that  has  no  aesthetic  character  and  which  could  be  visually  detri- 
mental to  the  new  Lafayette  Place  development.     At  the  same  time, 
the  use  of  the  cleared  site  as  a  temporary  parking  lot  potentially 
could  have  the  same  adverse  effects  on  the  new  development  and 
the  surrounding  area  as  the  existing  parking  lots.     This  condition, 
however,  can  be  mitigated  to  some  extent  by  the  provision  of 
extensive  landscaping  around  the  parking  lot  and  by  a  set-back  of 
the  lot  from  the  public  sidewalk. 
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13.     Historic  Resources 

In  the  opinion  of  the  Boston  Landmarks  Commission  staff,   the 
Hayward  Place  garage  has  no  historical  or  architectural  value  or 
significance  that  would  be  lost  as  a  result  of  its  demolition. 

Increasing  the  height  of  the  project  along  Washington  Street  from 
three  stories  to  seven  stories  could  result  in  greater  adverse 
shadow  effects  on  the  richly  detailed  facades  of  the  adjacent  Washington 
Street  theatre  grouping,   a  district  which  currently  is  pending 
nomination  to  the  National  Register  of  Historic  Places  (43  FR  37231, 
August  22,    1978).     The  added  height  of  the  project  at  this  location 
would  cause  more  extensive  shadowing  of  the  adjacent  properties. 
As  noted  in  the  Draft  EIS,   and  the  Section  106  review  letter 
(Appendix  T  of  the  Draft  EIS),   final  plans  of  the  project  will  be 
reviewed  by  the  Massachusetts  State  Historic  Preservation  Officer 
to  determine  the  specific  effect  of  the  project  and  to  recommend 
appropriate  mitigation  measures  should  any  adverse  impact  be 
found . 

Conclusion 

In  summary,   the  proposed  revisions  to  the  Lafayette  Place  development 
project,   as  described  above,  particularly  the  demolition  of  the  Hayward 
Place  garage  and  the  addition  of  the  office  space  component,  are  not 
expected  to  result  in  any  significant  adverse  impacts  on  the  quality  of 
the  human  environment.     While  some  additional  adverse  effects  have 
been  identified,   appropriate  mitigation  measures  are  available  and  can 
be  utilized  to  minimize  or  avoid  these  impacts. 
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Attachment  B .  1 

Parking  Demand  and  Traffic  Generation  Calculations  for  Office  Space  Addition 
to  Lafayette  Place  Project 

1.  Parking  Demand 

The  following  factors  have  been  used  in  estimating  peak  period  parking 
requirements  for  the  addition  of  85,000  sq.   ft.   NLA  of  office  space  to 
the  Lafayette  Place  project. 

6.2  person- trips  per  1,000  sq.   ft.   of  NLA  (=530  person- trips) 

A  factor  of  0.8  for  peak  parking  accumulation 

An  auto  occupancy  of  1.3  persons/auto 

An  auto  modal  split  of  0.3 

Number  of  office  trips  generated  =  6.2x0.3x85  _  ,22 

1.3 
Peak  parking  demand  =  0.8x122  =  98  spaces 

2.  Peak  Hour  Traffic  Generation 

Trip  generation  rates  for  the  additional  office  space  has  been  calculated 
as  follows  (auto  modal  split  =  0.3): 

Trip  Generation  Rates 
Period 

Outbound  P.M.   Peak  (5-6  P.M.) 

Outbound  Shopping  Peak  (9-10  P.M.) 

Inbound  A.M.   Peak  (7-8  A.M.) 

Inbound  Shopping  Peak  (7-8  P.M.) 

*' Trips  per  1,000  sq.   ft.   NLA 

Calculation  of  P.M.   Peak  Outbound  Traffic: 
2.35x0.3x85  =  60 

Calculation  of  P.M.   Peak  Inbound  Traffic: 
0.2x0.3x85  =  5 

Assuming  that  100%  of  these  trips  will  be  related  to  the  proposed  Lafayette 
Place  garage,  the  addition  of  office  space  will  add  a  total  of  65  vehicles 
entering  or  exiting  the  garage  during  the  P.M.  peak  hours. 

Generation  of  office -related  inbound  and  outbound  traffic  during  each  of 
the  three  other  peak  traffic  periods  is  calculated  in  a  similar  manner,  and 
the  results  are  presented  on  Table  B.3.  - 
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Inbound 

Outbound 

0.2 

2.35 

0 

0.2 

2.75 

0 

0.1 

0.2 

Attachment  B.2 

VMT  Analysis  of  Office  Space  Addition  to  Lafayette  Place  Project 


Additional  Trip  Generation: 

Office  (100,000  s.f 

•  ) 

Trips  per 
Unit  Size 

Modal 
Split 
to  Auto 

Vehicle 
Occup . 

Total 

One-Way 

Trips/Day 

-employers  (425) 
-visitors  (105) 

4.2/1,000  s.f. 
1.1/1,000  s.f. 

30% 
30% 

1.3 
1.3 

156 

40 

196 

Annual  VMT: 

Office 

No.  One-Way 
Auto  Trips 

Average 
Length 

No.  Days 
Per  Year 

Annual 

VMT 

-employees 
-visitors 

156' 

40 

196 

>ortation  Planning  Staff, 

13  miles 
13  miles 

1975  Synthetic 

250 
250 

Trip  Tables 

507,000 
130,000 
637,000 

1.     Central  Transp 

Total  Annual  VMT 

of 

Lafayette  Place: 

43,645,000  (original  project)  +637,000  =  44,282,000 

less  trip  substitution  of  1,548,555  =  42,733,445 

Net  change  in  auto  trips  =  +9,091,445  (increase  of  7.5%  over  net  change  of 
original  project) . 

Increase  in  Metropolitan  Boston  ACQR  VMT  (15,811,258,340)  =  0.057%  :(increase 
of  0.004%  over  original  project). 
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PART  C  COMMENTS  RECEIVED  DURING  REVIEW  OF  DRAFT 

ENVIRONMENTAL  IMPACT  STATEMENT 

Federal 

A.  U.   S.   Environmental  Protection  Agency 

B.  U.S.   Department  of  Transportation  -  Federal  Highway  Administration 

C.  Advisory  Council  on  Historic  Preservation 
State 

A.  Executive  Office  of  Environmental  Affairs 

B .  Massachusetts  Bay  Transportation  Authority 

C.  Water  Resources  Commission  -  Division  of  Water  Pollution  Control 
Local 

A.      Boston  Landmarks  Commission 


=_  ,-o  c  W0HV.SHTA1.  PROTSCTWN  AGENCY 
UNITED  STATES  - 
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N  ,^*N  j  p.  KSNnSO^  FS0GRAL3J1U- 
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C^e  =,e  -«*•«*-  — —  "-  ,.=pacc3  ?ocri0a  of   *•  «. 
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■md  the**  are  aiscussaa  -*  these  specinc  cc--  Scurce 
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please  contact  ^---;a„3_563a. 

Lissiou  Section,    at   -  ^  r^d  £alS 

Ia  accordaace  ^^.1* "sfe  eaclosed  expUaatioa). 

?coject  aad  Draft  EIS  S^  ..„icttd  after  the  close 

fc  te,ret  that  these  «=~"eless     ~  *°?*  that   M '«£ J££  ,:0 
%   rke  review  parked,   aev-s  x  would  app-ac-e- 

*   £  la  prepare  the  -^eoones  available- 
copxas    OE    C— 

Sincaraly, 

Wallace  E.  SticWaay,  1 ^  _coaonic  I=pscc  Office 

Qi.racE3t ,    —" 
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UNITED  STATES  ENVIRONMENTAL  PROTECTION  AGENCY 

-:  ^;xc:;:'-cr  25,   1V7S 

.6CT:    Craft  vAS  for  Lafayette  Place 

p?Om:    Donald  C.  White,  Chief 

Mobile  Source  Emissions  Section 

To--    Wallace  E.  Stickney,  Director 

Environmental  and  Economic  Impact  Office 


w"S  have  completed  our  review  of  the  Draft  Environmental  Impact  Statement  (ZIS) 
for  Lafayette  Place,  3oston,  Massachusetts.  We  have  the  following  comments: 

L.        The  short  term  CO  monitoring  network  setup  for  this  study  is  found  to 
bo  unacceptable  for  the  following  reasons: 

a.  Ambient  air  monitoring  was  performed  for  only  two  Cays,  -^ 
this  is  not  a  sufficient  length  of  time  to  establish  an  \V) 
acceptable  data  base  for  this  case. 

b.  The  Energetics  Science  Series  2000  CO  analyzer  is  not  an 
EPA  reference  or  equivalent  method.  Therefore,  data 
collected  using  this  instrument  may  be  questionable. 

c        The  quality  assurance  measures  taken  were  not  discussed  in  <T\ 


the  EIS. 

d.        Monitoring  site  locations  are  given,  but  site  descriptions  are 
insufficient  to  indicate  whether  oc  not  the  sites  meet  EPA. 
-   sitting  criteria. 


3  «o 


4      r \':'l.        Sr..     ]     ?Ji 


© 


0 


2.        A  more  detailed  discussion  of  CO  mitigating  measures  are  necessary  in 
the  following  three  areas: 

a-        Street  traffic  design  parameters  to  reduce  queuing  effect  en 

street  traffic  due  to  traffic  coming  from  and  entering  into  (s) 

the  Lafayette  Place  Carage. 

b.        Method    to    reduce    the    usage    of    parking    spaces    in    the  ^^^ 

Lafayette  Place  Carage,  such  as,  encouraging  the  employees  (IT) 

of  Lafayette  Place  to  use  mass  transit  or  carpools.  ~ 

c        Coordination  among  the  local,  regional,  and  state  transpor- 
tation planning  agencies  to  improve  the  future  transporta-  f^\ 
tion    program,    and    thereby,    to    ensure    the    reduction    in           Vs~^ 
ambient  CO  concentrations  in  the  vicinity  of  this  facility. 
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EXPLANATION  OF  £?A  PATI'IG 

Environmental  Impact  of  the  Action 

LO  —  Lack  of  Objections 

EPA  has  no  objections  to  the  proposed  action  as  described  in  the  draft  snvfrcn- 
mental  impact  statement;  or  suggests  only  minor  changes  in   the  proposed  action. 

ER  —  Environmental  Reservations 

i 

EPA  has  reservations  concerning  the  environmental  effects  of  certain  aspects  of 
the  proposed  action.  EPA  believes  that  further  study  of  suggested  alternatives 
or  modifications  is  required  and  has  asked  the  originating  federal  agency  to 
reassess  these  aspects. 

El!  —  Environmentally  Unsatisfactory 

EPA  believes  that  the  proposed  action  is  unsatisfactory  because  of  its   poten- 
tially harmful  effect  on  the  environment.  Furthermore,  the  Agency  believes  that 
the  potential  safeguards  which  might  be  utilized  may  not  adequately  protect  the 
environment  from  hazards  arising  from  this  action.  The  Agency  recommends  that 
alternatives  to  the  action  be  analyzed  further  (including  the  possibility  of  no 
action  at  all ). 


Adequacy  of  the  Imoact  Statement 

Category  1  —  Adequate 

The  draft  environmental  impact  statement  sets  forth  the  environmental  impact  of 
the  proposed  project  or  action  as  well  as  alternatives  reasonably  available  to 
the  project  or  action. 

Category  2  —  Insufficient  Information 

EPA  believes  that  the  draft  envir' nmental  impact  statement  does  not  contain 
sufficient  information  to  assess  fully,  the  environmental  impact  of  the  proposed 
project  or  action.  However,,  from  the  information  submitted,  the  Agency  is  able 
to  make  a  preliminary  determination  of  the  impact  on  the  environment.  EPA  has 
requested  that  the  originator  provide  the  information  that  was  not  included  in 
the  draft  environmental  impact  statement. 

Category  3  —  Inadequate 

EPA  believes  that  the  draft  environmental  impact  statement  does  not  adequately 
assess  the  environmental  impact  of  the  proposed  project  or  action,  or  that  the 
statement  inadequately  analyzes  reasonably  available  alternatives.  The  Agency 
has  requested  mere  information  and  analysis  concerning  the  potential  environmental 
hazards  and  has  asked  that  substantial  revision  be  made  to  the 'impact  statement. 

If  a  draft  environmental  impact  statement  is  assigned  a  Category  3,  no  rating 
will  be  made  of  the  project  or  action;  since  a  basis  dees  not  generally  exist  on 
which  to  make  such  a  determination.  ...  •'::-i:\'2.'".  "-i"'"-.'  "■'•/'  '.  :"-i.'"*:;  :*'■'. "■/■''  -J-:- 
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u.s.  d:-:;-,,^t:;;-:;,,t  of  r:i.\nsPOP.r.\r\ON 

.\;c.;-:~\L  ::•■■:  .-.'AY  »o:  m:mst?*at»on 

..-;  'on  ■.:.  :£ 

LOO  S :•..:  -C  Slwvit,  S!  ;;.:   L517 
"oston,   !-'a  is  icbusai:  ';s     021.10 


Subj:     Draft  EIS  -  Lafayocta  Place 
3oston,  "'assacnusetts 


:■■;.-;  v\ 


August  15,   1973 


Mr.  AT  Horn,  Fadaral  Compliance  Manager 
Office  of  Federal  halations 
Soston  City  Hall,   Room  950 


Sne  City  Mall  Square 


coston,  f'assachusetts    02201 


Dear  Mr.  Horn: 

On  behalf  of  Regional  Administrator  Robert  E.  Kirby,  we  have  raviewad 
the  .-reject  docur.ant  transmitted  with  your  latter  of  July  23,  1973. 
!'a  have  the  foil  owing  cori-ients: 


1. 


On  the  ba 
Page  97, 
S  i"  roet. 
from  Chau 
i  ng  trafT 
if  it  is 
Street  to 
revision 
substanti 
Traffic  I 
The   best 
Lafayette 
section  o 
bast  serv 
one-way  w 


sis  of  the  statements  made  in  the  third  paragraph  on 
it  is  not  clear  what  revisions  are  proposed  for  Bedford 
T!ie  two  sections  described,  from  Chauncy  to  Kingston  zv.d 
ncy  to  Church  Green,  overlap  and  would  encompass  c:r.f!ici 
ic  movements  (two-way  vs.  one-way),  as  proposed.  Fur  the: 


0 


ore 


- » 

on 


Church  Green  to  one-way  eastbcund,  then  we  feel  that  this 
should  be  reconsidered.  It  would  necessitate  redoing  a 
al  amount  of  the  work  to  ba  performed  under  ;;he  Transit  =nd 
morcvemant  Program  and  would  not  achieve  the  objectives  ci'r: 
aooass  routes  to  the  expressway  system  for  'cr~f-?\c   exiting 

Place  will  be  via  Kingston  and  Essex  Streets.  Also,  tha 
f  Bedford  Street  between  Kingston  Street  and  Church  Green 
es  as  an  ancillary  access  route  from  the  north  by  regaining 
iStbound. 


In  order  to  minimize  the  disruption  to  traffic  due  to  the  proposed  ^-^ 
closure  of  Bedford  Street,  the  scheduled  starting  date  of  construction  \2) 
on  the  new  arterial  street  should  be  advanced  as  rr.uch  as  possible. 


/. 


U 


•N.  J.  Van  :;ess 

Di vi s ion  -c~i n i s orator 


cc:  RAQM  William  S.  Schwob 

R.  Horrigan  -  D?V.'  -  Soston 
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Advisory  Council  on 
Historic  Preservation 
1522  K  Street  N.W. 
Washington.  D.C.  20005 

September  22,  1978 


Honorable  Kevin  H.  White 
Boston  City  Hall 
One  City  Hall  Square 
Boston,  Massachusetts  02201 

Dear  Mayor  White: 

We  have  received  your  letter  of  July  17,  1978,  and  your  Draft  Environmental 
Impact  Statement  of  August  7,  1978,  concerning  the  city  of  Boston's  proposed 
Lafayette  Place  Development  Project,  Boston,  Massachusetts,  a  project  that  may 
be  assisted  by  an  Urban  Development  Action  Grant  from  thsj  U.S.  Department 
of  Housing  and  Urban  Development.   That  documentation  supports  your  deter- 
mination that  the  Lafayette  Place  Development  Project  will  have  no  adverse  effect 
on  the  Washington  Street  Theatre  District,  a  property  that  has  been  determined 
to  be  eligible  for  inclusion  in  the  National  Register  of  Historic  Places. 

The  Executive  Director  will  not  object  to  your  determination  of  no  adverse 
effect  if  the  following  condition  is  met: 

Prior  to  commencing  construction  the  city  of  Boston  will  submit  the 
final  plans  and  specifications  for  the  project  to  the  Massachusetts 
State  Historic  Preservation  Officer  for  review  and  approval.   If, 
after  review  the  State  Historic  Preservation  Officer  is  of  the 
opinion  the  undertaking  will  have  an  adverse  effect  on  the  Washington 
Street  Theatre  District,  the  City  will  request  the  comments  of  the 
Council  in  accordance  with  Section  800.4(e)  of  the  Council's  Procedures. 

If  you  agree  to  this  condition,  please  sign  on  the  concurrence  line  below 
and  return  this  letter  to  us.  Upon  receipt  we  will  acknowledge  that  the 
Executive  Director  does  not  object  to  your  determination  of  no  adverse 
effect.   This  will  satisfy  your  responsibility  pursuant  to  Section  106 
of  the  National  Historic  Preservation  Act  of  1966  (16  U.S.C.  470f,  as  amended, 
90  Stat.  1320)  and  the  Council's  "Procedures  for  the  Protection  of  Historic 
and  Cultural  Properties"  (36  CFR  Part  800). 

Thank  ycu  for  your  cooperation. 


Assistant  Director 

Office  of  Review  and  Compliance 

I  concur  : 


The  Council  is  an  independent  unit  of  the  Executive  Branch  of  the  Federal  Government  charged  by  the  Act  of 
October  M,  1966  to  advise  the  President  and  Congress  in  the  field  of  Historic  preservation. 
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iVELYN     r.    MURPHY 
58C*CTAKY 


&  .  /ft  »/t  .4      @  .       Jt       -/t/f/t 


Executive    U/ucs   01    (dnvir-owmentat,    Suuatrt 
Sfiodim,    ts$a&ac/ua*t&  02202 


STATEMENT  OF  THE  SECRETARY 

ON 

DRAFT  ENVIRONMENTAL  IMPACT  REPORT 


The  Secretary  of  Environmental  Affairs  herein  issues  a  state- 
ment that  the  Draft  Environmental  Impact  Report  submitted  on  the 
below-referenced  project  does  adequately  and  properly  comply  with 
Massachusetts  General  Laws,  Chapter  30,  Section  52  through  62H 
inclusive.   However,  the  comments  attached  to  this  statement  should 
be  addressed  in  the  Final  SIR. 


Environmental  Affairs  rile  Mo . 


03179 


Submitted  3y:   3oston  Redevelopment  Authority 

Data  Received:   August  30,  L973 

Project  Identification:  Lafayette  Place,  3oston. 


v 


DATE 


'..^  EVELYN  F .  MURPHY ,  SECRETARY 
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COMMENTS  07  THE  SECRETARY  OF  ENVIRONMENTAL  AFFAX1S 
ON  DRAFT  ENVIRONMENTAL  EHPACT  REPORT 
EOEA  #03179,  LArAEZTTZ  PLACE,  BOSTON 


WEE 


The  £15.  notes  (p. 272)  that  the  3SA  will  require  arfnri  runnel 

analysis  during  -he  design  review  process.  This  is  an  appropriate        MJ 
requirement  for  such  a  large  structure  in  this- densely  settled  ~" 

urban  area.   However,  some  indication  should  be  sought  from  quali- 
fied wind  analysis  experts  on  the  potential  for  adverse  wind  impacts 
from  the  architectural  design  as  it  now  exists  in  mass  and  overall 
design.   Configurations,  positioning,  shape  of  particular  structures, 
and  proximity  to  abutting  structures  say  all  provide  significant 
information  on  such  impacts  even  at  -his  early  stage.   Such  input 
at  this  rime  could  possibly  save  deiays  and  expense  in  later  stages. 
The  final  EIR  3hould  present  the  results  of  a  preliminary  vine 
analysis  cot  based  on  vine  tunnel  testing  but  rather  based  on 
observation  of  the  design  and  arrangement  of  the  site  as  currently 
envisioned. 

AESTHETICS 


The  description  of  the  proposed  structures  and  their  visual 
compatibility  vith  the  surrounding  area  is  sensitive  to  the  f*£\ 

perspective  of  pedestrians  valking  on  cearby  streets.   However,  ^-^ 

ve  should  know  how  the  proposed  structure  might  affect  the  visual 
landscape  from  3oston  Common.   Several  major  projects  are  in  the 
planning  stages  in  the  vicinity,  some  of  them  vith  significant 
heights.   The  completion  of  all  these  projects  could  create  or 
could  lead  to  the  creation  of  a  visual  barrier  or  box  around  certain 
edges  of  the  Common.  The  Final  ZZ3.   would  benefit  from  the  inclusion 
of  renderings  depicting  the  structure  from  several  vantage  points 
on  the  Common. 

AXEL  MONITORING 


It  is  stated  on  page  139  that  a  short-term  air  quality  monitor- 
ing vas  undertaken  at  certain  intervals  over  a  two-day  period  around 
the  project  site.  While  this  procedure  did  provide  initial  figures 
on  ambient  CO  concentration,  it  cannot  be  argued  that  the  data  are 
statistically  significant  in  any  vay .   The  timing  of  the  project  and 
the  apparent  urgency  to  begin  the  initial  development  phase  make 
further  background  monitoring  impractical  at  this  point  for  considera- 
tion in  the  ETR.  While  the  air  quality  anal/sis  report  appended  to 
the  main  text  of  the  3EIR  vas  quite  thorough  and  veil  researched, 
given  the  limitations  of  the  available  data,  normal  circumstances 
vould  require  a  short-term  monitoring  program  conducted  continuously 
over  a  six  to  eight  veek  period.   The  3RA  should  consider  such  longer 
range  background  monitoring  on  its  future  major  development  projects. 


© 
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TRANSPORTATION  NETWORK 


The  success  of  che  transportation  systems  in  suitably  accom- 
modating post-project  loads,  including  traffic  circulation,  transit,      ^-^ 
and  especially  pedestrian  circulation  systems,  relies  very  heavily        \4j 
on  completion  and  permanent  adoption  of  the  city's  Transit  and 
Traffic  Improvement  Program  (TTI?) .  The  agencies  involved  in  the 
TTI?  have  applied  for  UMIA  funding,  and  a  one  year  demonstration 
project  has  begun.  However  it  is  not  clear  what  happens  after 
this  one  year  program  terminates .  The  Final  EIR  should  describe 
provisions  for  assuring  the  permanent  implementation  of  the  TTI?. 
If  it  is  possible  that  the  TTI?  elements  may  be  discontinued,  the 
Final  EIR  should  describe  alternatives  to  those  elements  described 
in  the  Draft  SIR.  Finally,  as  the  TTI?  itself  does  not  describe 
alternative  circulation  patterns  in  the  project  area,  the  Final 
EIR  should  briefly  discuss  such  alternative  circulation  patterns 
and  why  those  in  the  TTI?  and  the  Lafayette  Place  project  area 
were  ultimately  selected. 

CONSTRUCTION  PHASE 


Several  major  projects  in  the  vicinity  of  Lafayette  Place 
will  be  in  the  construction  phase  simultaneously.  There  are  thus 
potential  problems  with  dust  control  and  traffic  noise  and  con- 
gestion from  trucking.  The  Final  EIR  should  describe  what 
procedures  will  be  implemented  to  manage  construction  phase  impacts 
from  a  citywide  perspective. 

CONCLUSION 


In  discussions  prior  to  submission  of  che  Draft  Environmental 
Impact  Report  the  BRA  indicated  that  substantial  efforts  would  be 
directed  towards  responding  to  any  comments  which  I  would  have  on 
the  Draft  EIR  after  the  public  comment  period  had  run  its  course. 
My  statement  chat  the  Draft  EIR  dees  adequately  comply  should  not  be 
misconstrued  as  a  signal  chat  the  need  for  such  effort  is  not  there. 
I  was  encouraged  by  the  3RA's  indications  and  I  fully  crust  that 
every  effort  will  be  made  to  address  chese  comments  prior  co  submis- 
sion of  the  Final  EIR. 


A 


DATE  '/  .  EVELYN  7 .  MD3SHS ,  SECRETARY 

EFM/REG/jmdi 

cc:   Robert  Ryan,  Director,  3RA 
Richard  Mertens,  BRA 
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MASSACHUSETTS 
BAY 

TRANSPORTATION 
AUTHORITY 


50  Hign  Street.  Boston .  MA  021 10 


September  11  ,  1978 


Al  Horn,  Federal  Compliance  Manager 
Office  of  Federal  Relations 
Boston  City  Hall,  Room  960 
One  City  Hall  Square 
Boston,  MA  02201 

Oear  Mr.  Horn: 

Re:  Draft  Environmental  Impact  Statement 
Lafayette  Place  -  July,  1978 
Boston,  Massachusetts 
Urban  Development  Grant  Program 

I  am  forwarding  to  you  the  Massachusetts  Bay  Transportation 
Authority  comments  on  the  Draft  Environmental  Impact  Statement 
for  the  Lafayette  Place  UDAG  Project  in  Boston,  Massachusetts. 

The  MBTA  comments  are  submitted  to  be  considered  in  refining 
the  plans  and  developing  the  Final  Statement  prior  to  approval 
and  implementation  of  the  project. 

Sincerely  yours , 


Charles  3.  Steward 
Environmental  Coordinator 


CBS:mg 
Enclosure 
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Massachusetts  Bay  Transportation  Authority 

Comments 
on  the 
Lafayette  Place 
Draft  Environmental  Imoact  Statement 
July,  1978 


I  Text:  L.P./D.E:i.S  Page  10  Item  #6  to  the  Key  Components  of  the  Lafayette 
Place  project. 


S. 


1! 


Construction  of  a  public  Interior  pedestrianway  tlnkfna  the 
two  shopping   levels  of  Lafayette  P'.ace  to  the  Jordan  Marsh 
retail  store  and  to  the  Washington   Streec  subway  station. 
Vertical   connections,   in  the'  form  of  escalators  and   elevators, 
will  provide  interconnection   between  these  two  levels  and  with 
the  underground   parking  garage.      In  addition,   the  existing 
underground   loading  dock  of  Jordan  Marsh   will   be  extended 
and  enlarged  to  provide  an   adequate  service  area  for  the 
Lafayette  Place  center. 


MBTA  Comment 


1.  What  is  component  #6  trying  to  do? 

Component  #6  did     not  explain  the  plans  well    for  the  Lafayette 
Place  public  interior  linkage. 

2.  Several  years  ago  the  MBTA  started  design  of  Washington  Station 
Modernization.     The  agreement  was  that  the  link  to  Lafayette  Place 
would  occur  in  Jordan's  basement  near  Washington  Street.     The  work 
the  MBTA  has  done  at  the  station  is   based  on  this  plan. 

For  years  the  Lafayette  Place  project  was  dormant.  New  that  the 
MBTA  work  on  the  Lafayette  linkage  has  been  completed,  the  developers 
and  Jordan's  have  come  up  with  a  new  Lafayette  linkage  plan. 

The  new  scheme  provides  a   linkage  through  the  ground  floor  of 
Jordan's   near  Chauncy  Street.     At  Summer  Street  (opposite  Kennedy's) 
they  propose  that  an  escalator  connection  to   the  Washington  Station 
concourse  be  built  in  the  widened  pedestrian  way.     This  would  reach 
the  concourse   (20'   below  the  street)   near  its  midpoint,  just  east  of 
the  stairs   from  the  Red  Line.      It  would  knock  out  one  or  two  of  our 
proposed  concessions.     The  MBTA  has    spent  $2.3  million  on  the  station 
and  concourse  based  on  plans  made  several  years  ago. 

Funding   is   not  available   for  the  new  connection. 


© 
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2. 


M3TA  Corment 

i  Fiaures  1.4  to  1 .8.  do  not  have  an  illustration  of  current  plans 

"     and  designs  for  concourse  Level. 

ttt     T«f     L  P  /D  E.I.S.   Page  63  Reference  to  second  paragraph. 
Ill     Text.     ^11. A.   pHYSI^AL  ENVIronm£NT 
4.-    Transportation  Network 

_(1.j'uv  a  -a^ional   transpor- 
The  Boston  metropolitan  area  is  a "^hiahwavs  and  public  transit. 
ttticn  systtfl.  of  cor.-or.ented  radial JJitfW       jca.ad  ^ 
,„  1972,  cordon  «untt  by  tho  C.r/ of  B«  ^  ^  b 

834,000  persons  entered  and  left  the  co  _he         bef 

all  modes  on  an  average .day , 'A.M.  ^^  (g  A.M     to  9 
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all  modes  on  an  average  day,   l  A.m.  (8  A.M.   to  S 

of  people  antering.dunng  ^ha  mornmg  Pe  p  ^^  du 

A.M.)  was  approximately  "»,OOU  "^  5.30  p.M.)  was  apprcx.m. 
the  evening  peak  hour  (4.30  P.M.  »  and  nftv  Pe 


ng 
ataly 
g'p'eak  hour  (4:30  P •^•'^X^^ina'vio*  and I  fifty  percent 
,43,000.      RfSy-thre.  pore. £  of  th  .ma rn.  ng^nps    ^-y 
of  tte  evening  trips  were  m?d8.  °y.|u^ «  about  50%  of  the  total 
Wilbur  Smith  study  ,n  19/     indica* - tn k  ^  dty  =o  ,. 

day-time  .population  <"£  P"^^  explained  by  the  fact  that 
This  extensive  use  of  transit  can  o <       ^  and  congest.on) 

conditions  in  the  city  cor.  (»««"?• C,v      Phould  b.  noted,  on  the 
tend  to  encourage  the  use  "J*™"* decades  have  shown  a  con- 
other  hand,  that  ^dsm  the  past  dec  sant 


s  in  the  past  ok»»  •  ., —  "      nt  rpends 
tinJally-decreasing  use  of  public ^-^IW'tr^nsit  end  «3% 
continue,  the  modal  split  Oy  i«u  ^ 
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IV  Text:  L. P. /0. E.I.S.  Page  75  MAP. 
1977  Rapid  Transit  Network 


July,  1978 
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Draft  EIS 
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MSTA  Comment 

1.      The  Orange  Line  extension  to  Oak  Grove  is  completed  and  the 
station  is  in  operation. 

fext:  L.P./O.E.I.S.  Paces  76-73. 
1977  Raoid  Transit  Network 


© 


MBTA  Comment 

1.  Update  information  on  Orange  Line,  Red  Line  and  31ue  Line. 

(a)  Orange  Line  and  Blue  Line  are  obtaining  new  vehicles. 

(b)  Extensions  for  the  Red  Line  is  in  the  process  of 
development  and  construction.     The  Red  Line  Extensions 
are   (1)   Northwest-Harvard  Square  to  Alewife  and  (2) 
South-Quincy  Center  to  Braintree. 

VI     Text:     L.P./O.E.I.S.     Page  78. 
3us  Service 

At  the  present  time,   four  suburban   express  bus   routes  serve  the 
project  area   -  300  (Riverside),   301    (3righton),   304  (V/atartown), 
and  30S   (Waltham).      The  downtown  terminal   is  at  Chauncy  and 
Summer  Streets,   behind  the  Jordan  Marsh  store.      Current  daily 
two-way  ridarship  on  the  four  lines  totals  approximately  11,000 
person-trips. 

The  nearest  local  bus   service  is   Route  43  (Eglestcn-Stuart)   which 
travels  along  Tremont  Street  one  block  from  the  przjecz  area,   and 
Route  49   ( Northampton- Kneeiand),    which  connects  to  the   Essex 
Street  subway   station.     South   Sostcn  routes   (5  and  7),   a   North 
Station-South  Station   loop,   and  a  Kaymarket  connector  (Route  3) 
step  at  South   Station. 

Under  the  TTIP  proposal,   a  significant  expansion  of  local   bus 
service  will   be  provided  to  the  retail  core  area  from  the  Boston 
neighborhoods.      This  service  will   include  Routes   43  and  49  from 
the  South   End/Rcxbury  areas,    which  will  transverse  Washington 
Street,    Route  7  and   11   from  South   Boston,    aicng   Summer  and 
Chauncy  Streets,    and   Routes  S2  and.  93  from  Chir'estcwn,    operat- 
ing on   Chauncy-£edfcrd-Washington  Streets.      The  increased  pene- 
tration into  the  downtown  will   result  in   a  greater  accessibility  for 
city  residents.      This,    along  with   improved   service  due  to   exclusive 
bus   lanes   and    reduced  delays   and   congestion,    is   expected   to  l^ad 
to  a  1S%  increase  in   ridership.      (A   3%  rise  in   transit  r\cers'n\p  is 
also  anticipatec . ) 


«BTA  Comment 


© 


Transit  ana  Traffic  Improvement  Prccram  (nlP)  should  be  updated,  (jj 
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4. 


(a)  T.T.I. P.  is  presently  named  Downtown  Crossing. 

(b)  The  paragraph  should  be  in  present  tense. 

(c)  The  new  bus  service  should' be  updated. 
VII  Text:  L.P./O.E. I.S.  Page  79. 

Table  IJ.A.7 

Potential   Percentage  of  1980  Projected   Peak  Hou-- 
MBTA  Passenger  Volumes  to  Carrying   Capacity ' 


Red    Line2 

Orance   Line 
12,534 

4 

Slue   Line 

17  ,,531 

3,572 

103% 

124% 

102% 

82% 
58% 
55% 

/1% 
83% 

47% 

33% 
33% 
3S% 

i\       Estimated   1980  maximum 
[i        peak  hour  volume 

1980  volume  to  current 
operating  carrying  capacity 

1930  volume  to  capacity  @ 
4-car  trains  2  min.   headway 
6-car  trains,   current  headway 
S-car  trains,  2  min.   headway 

1  Does  not- incorporate  schedule  unreliability  or  unusual  maintenance  problems. 
Projections  for  Green   Line  not  available. 

2  Assumes  extension  to  3raintree  only. 

3  Assumes  extension  to  Needham,    Route  123,   and  C^k  Grove 

4  Assumes  extension  to  Central  Square,    Lynn 

Source:      Executive  Office  of  Transportation  and   Construction   (Massachusetts), 

Technical    Supplement  to   the   Program  for  ^Asss  Transportation, 
Vol    ll;    Existing   Plant  and   raciiiaas,   April   1977  (craft; 


U 


MBTA  Comment 

1.      Print  the  number  of  riders  per   car  for  each  line.  (8) 

Red  Line  -  blue  bird  car  (Ashmont)   200  riders/car 
silver  bird  car  (Quincy)  151  riders/car 

Orange  Line  143  riders/car 

Blue  Line  116  riders/car 
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2.      Orange  Line  and  Slue  Line  will  be  obtaining  new  vehicles;  there- 
fore will  provide  additional  ridership  and  capable  of  increasing 
service. 

VII  Text:  L.P./O.E. I.S.  Pages  35-86. 

Downtown  Transit  and  Traffic  Improvement  Program 
MBTA  Comment 

1.      Please  make  the  necessary  changes  to  update  the  "Downtown 
Crossing"  on  Page  35  and  Appendix  E.  and  including  the  "Downtown 
Crossing"  map  on  Page  86. 

IX  Text:  L.P./D.E.I.S.  Page  87  Reference  to  last  paragraph. 

Traffic  Characteristic  of  the  Proposed  Project 

(1)  Traffic  Influence  Area 


(D 


® 


The  existing   retail   developments  offering  the  greatest  competition 
to  the  site  are  North  Shore  Shopping   Center,    3ur1ington  Mall, 
Shoppers  World,    Chestnut  Hill  Shopping   Plaza,    and  South  Shore 
Plaza.      Based  on  characteristics  of  similar  developments,   it  is 
estimated  that  approximately  75  percent  of  the  patrons  of  Lafayette 
Place  will   live  within  a  30-minute  driving   time  of  the  center.     The 
primary  area  thus  was  assumed  to  be  within  30  minutes  driving 
time  of  the  site,   except  wherever  competing  canters  vied  for  the 
same  market,   in  which  case  the  primary  area  was  designated  as 
being  midway  between  the  competing   site  and   Lafayette  Place.     The 
areas   affected  by  competition  were  designated   secondary  areas  of 
influence. 


MBTA  Comment 

1.  Additional   competition  to  Lafayette  Place  retail   development 

is   in  the  City  of  Boston  -  Quincy  Market,  Downtown  Crossing  and 
8ack  Bay. 

Competition  for  the  Lafayette  Place  retail   development  is  not 
only  in  suburban  shopping  centers. 

X     Text:     L.P./O.E. I.S.     Page  103. 


n 


analysis  by   Sartcn-Aschman,    it  is  estimated  that  an   additional   255 


>  [riders  would  be  added  to-  the  transit  lines  during  the  P.M.   rush 

hour  aerlcd ,   distributed  among  the  four  lines   according   to  the 
\  '■ ;  distribution   pattern  of  crigin   to  the  site.      Highest  percentages    - 

•3G%  or  73  riders   -  would  be  added  to  the  southbound   Sed  Line  ar\d 
;  .  northbound  Crange/3fue  Lines.      i  he  maximum   project -generated 
'•increase  would  be  O.S%  on   the  Slue  Line,   which  is   already  over- 
capacity at  rush  hour. 
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6. 


During  the  morning,   the  majority  of  the  inbound  trips  ar«  assumed 
"as  occur  after  the  A.M.   peak  hour  (8-9  A.M.),    since  the  retail 
stores  generally  ar^  not  expected   to  ooen   before  9  o'clock       Al- 
though  the  majority  (90%)  of  the   1,141*  emoloyees  am  expected  to 
use  public  transportation  (including  buses)  or  to  walk  to  the  site, 
their  number  and  time  of  arrival   Is  not  expected  to  affect  signif-  ' 
/cantly  rush  hour  transit  capacity.     Minimal   transit  use  Is  projected 
for  Jhe— hotel   guests  and  visitors. 

Futhermore,   programs  planned  or  under  consideration  by  the 
MBTA  to  improve  transit  service  in  the  future,    including  the  use 
of  6-car  trains  and   reducing  headway  times,   are  expected  to 
increase  the  capacity  of  the- system  (see  Table   II. A. 7  above).     If 
these  improvements  are  implemented  by  the  time  the  Lafayette  Place 
project  is  opened,   sufficient  capacity  should  be  available  to  accom- 
modate future  demands  generated  by  the  project.     At  the  same 
time  it  should  be  noted  that  projected   normal  growth  in   downtown 
•daytime  population  (and  their  potential   transit  ridership)   plus  the 
addition  of  patrons  from  such  major  development  projects  as   Park 
Plaza  (which,   for  the  most  pa.'t,    Is  not  expected  to  occur  until 
after  Lafayette  Place  has  been  built)  could   increase  use   beyond 
programmed  capacities  at  certain   periods. 


MBTA  Comment 


1. 
2. 

3. 


With  additional  equipment  the  MBTA  will  have  more  trains  and 
will. easily  handle  increase  ridership- 


Include  the  number  of  additional  riders  generated  for  the  entire  (fj) 
.  Some  riders  may  be  shopping  trips  and  not  only  peak  hour  trips.  ^-^ 


day, 


The  use  of  the  6-car  train  will   not  occur  until   the  lata 
1980's  on  the  Red  Line. 


XI  Text:     L.P./D.E.I.S.   Page  103,   Reference  to  third  and  fourth  paragraphs. 
Public  TransDortation 


L 


As  part  of  the  transit  improvements,    a  station   modernization   pro- 
gram currently  is  underway  by  the  MSTA,  the  results   of  which 
will  favorably  impact  the   Lafayette  Place  project.      Reconstruction 
of  the  Washington  Street  station   will   zro\/\dz  a  new  fare-free 
passage  and   underground   shopping  concourse   between   Jordan's 
and   Filene's  basements,    new  entrances   to   the   stores  and  streets, 
new  stairs  and   escalators,    and   new  fare  collection    points.      Trans- 
fers between   the  Orange   Line  ana  Red   Line  will  make  use  cf  a 
refurbished   uncer-track  passageway,    and   an    existing   tunnel    be- 
tween   Park  Street  and  Washington  Street  will    be  opened   as   a- 
pedestrian   connection,    allowing    a  protective,    weather-free  passage 
from  tne  Green    Line  directly  to   Jordan  Marsn/FIIsne's  and  the 
Lafayette  Place  project  viz   przpcszc   public'  pedestrian   easements. 
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The  Essex   Station   also  will   be  modernized   under  this  program   and 
will   include  the  opening  of  a  tunnel  along  Washington  Street  on   the 
northbound   side  and   adding  new  circulation  elements  to  connect  to 
the  Lafayette   Place  development.     Platforms  also  will   be   lengthened 
to   accommodate  o-car  trains,.    At  the   present  time,    the  Park  Street 
station   is  undergoing  a  substantial  facelifting   as  well. 


MBTA  Comment 

1.  The  statement  that  the  modernization  program  will   include  a 
tunnel   along  Washington  Street  on  the  Northbound  side  is  incorrect. 
While  at  this  point  we  remain  open  minded,  funding  for  a  tunnel    is 
not  available. 

2.  The  use  of  6-car  trains  on  the  Orange  Line  will   not  occur  in 
the  near  future. 

General  Comment 

All   statistics  should  be  accurate  and  updated. 


® 
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September  1,    1978 


Mr.    Kane  Simonian 

Acting   Director 

Boston   Redevelopment  Authority 

Boston  City  Hall 

Boston,   MA     02201 

Dear  Mr.   Simonian: 

In   response  to  your  request  of  August  30,    1978,   for  comments  on  the 
Draft  Environmental   Impact  Report,   the  staff  of  the  Boston   Landmarks 
Commission  has  reviewed  said   Report.      Previous  comments   regarding   National 
Register  eligibility  and  effects  of  the  project  on  potential   NR  areas 
are  included  in  Appendix  U  of  the  Report.      In  summary,   the  staff  concurs 
with  the  findings  of  the  Report  as  noted  on  p.   238,    Part  II,   C.   2.6; 
that  the  project  would  have  no  adverse  effect  on  adjacent  potentially 
eligible  NR   properties  pending  review  of  final   plans  for  the  Washington 
Street  facade  and  other  elements  that  effect  adjacent  historical   properties. 

Sincerely, 


Marcia  Myers 
Executive  Director 

J/7953 

cc:     Al   Horn,    Federal   Compliance  Manager 

Office  of  Federal   Relations,    Boston  City  Hall 
Patricia  Weslowski,   S.H.P.O.,   M.H.C. 
/ftichard  Mertens,    BRA   Environmental   Clearance  Officer 

Mr.    Kane  Simonian 

Acting  Director 

Boston   Redevelopment  Authority 

Boston   City   Hall 

Boston,   MA     02201 
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PART  D       RESPONSES  TO  COMMENTS  RECEIVED 


Part  D       RESPONSES  TO  COMMENTS  RECEIVED 

Federal  Agencies 

A.      U.S.   Environmental  Protection  Agency 

1.*     Ambient  air  monitoring  period 

The  project  proponents  recognize  the  shortness  of  the  ambient  air 
monitoring  program  and  its  insufficiency  to  provide  an  acceptable 
data  base  for  this  project.     Subsequent  to  the  completion  of  the 
Draft  EIS,  Bolt  Beranek  and  Newman,   Inc.,   undertook  a  longer 
term  (2-2^  weeks)  air  quality  monitoring  program  in  downtown 
Boston  in  support  of  the  Transit  and  Traffic  Improvement  Program 
(currently  known  as  "Downtown  Crossing").     Three  sites  in  the 
vicinity  of  the  Lafayette  Place  project  area  were  selected  for  monitoring  - 
Post  Office  site  (Milk  Street),   Arch  Street,   and  Winter  Street. 
The  study  measured  ambient  carbon  monoxide  conditions  at  all 
three  sites  and  NO/NO,,  concentrations  on  Arch  Street  (as  well  as 
noise  and  wind  speed  and  direction  at  all  or  some  of  these  sites). 
Applicable  sections  of  the  consultant's  report  (Technical  Memorandum  - 
Air  Quality,   Noise  and  Wind  Measurements  in  Support  of  the  Boston 
Downtown  Freedom  Mall  Project,   by  K.M.    Chng  and  P. A.    Gardner, 
Bolt  Beranek  and  Newman,   Inc.,   Cambridge,   August  1978)  are 
attached  as  Attachment  D.l  and  include  the  results  of  the  monitoring 
program  and  descriptions  of  the  monitoring  sites,  methodology  and 
calibration  details,   and  monitoring  equipment. 

In  summary,   the  results  of  the  monitoring  program  indicated  the 
following  carbon  monoxide  concentration  data  for  the  three  measured     . 
sites : 

1-Hour  Average  (ppm)  8-Hour  Average  (ppm) 

No .  No . 

Site  Min.  Max.  Violations  Min.  Max.  Violations 

Milk  St.  0.6  20.2  0  1.5  12.7  3 

Arch  St.  -<0.5  15.7  0  0.1  7.4  0 

Winter  St.  0.8  26.3  0  1.8  15.2  7 

During  the  preparation  of  this  Final  EIS,   staff  of  the  Boston 
Redevelopment  Authority  met  with  staff  of  the  EPA,   Region  I,   to 
discuss  the  EPA  comments  and  additional  data  requirements.     A 
copy  of  the  BB&N  study  was  submitted  to  EPA  for  their  review. 
Subsequently,   EPA  indicated  that,   based  on  their  preliminary 
examination,   the  data  contained  in  the  BB&N  study  appeared  to  be 
acceptable  for  the  Final  EIS. 

2.       Acceptability  of  monitoring  equipment 

Although  the  Energetics  Science  Series  2000  CO  Analyzer  (Ecolyzer) 
is  not  an  EPA  reference  or  equivalent  method,   it  is  a  reliable 
instrument,   widely  used  for  use  in  short  term  monitoring  programs 


*  Numbers  refer  to  numbered  comments  in  Part  C. 
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such  as  performed  for  this  project.     The  consultant's  (Parsons 
Brinckerhoff  Quade  &  Douglas,   Inc.,)  experience  has  shown  that 
when  the  instrument  is  calibrated  frequently  (see  response  3. 
below) ,   as  was  the  case  during  the  Lafayette  Place  Ambient  Air 
Monitoring  Program,   the  Ecolyzer  gives  results  comparable  to 
measurements  made  using  the  more  cumbersome  EPA  reference 
instrument  (NDIR). 

3.  Quality  assurance  measures 

The  CO  Analyzer  was  calibrated  both  before  and  after  each  of  the 
hourly  monitoring  periods.     The  procedure  included  zeroing  the 
instrument  using  the  internal  electronics  of  the  instrument,   spanning 
the  instrument  using  a  known  reference  CO  concentration  gas  and 
adjusting  the  instrument  accordingly.     The  meteorological  instrument 
used  did  not  contain  any  provision  for  field  calibration  but  had 
been  factory  calibrated  within  a  relatively  short  period  of  time 
prior  to  the  measurement  period. 

4.  Monitoring  site  descriptions 

A  description  of  the  ambient  CO  monitoring  sites,  utilizing  applicable 
portions  of  the  EPA  "Site  Description  Data"  form,   is  attached  as 
Attachment  D.2. 

5.  Design  parameters  to  reduce  queuing  < 

As  indicated  on  page  106  of  the  Draft  EIS,   the  proposed  Lafayette 
Place  garage  is  being  designed  to  handle  adequately  expected 
usage  without  resulting  in  problems  of  delay  or  queuing.     Three 
(reversible)  travel  lanes  will  be  provided  at  each  of  the  two 
entrance/exit  points  and  will  be  able  to  handle  a  maximum  of  600 
inbound  or  350  outbound  cars  per  hour  per  lane.     Since  peak 
hourly  volume  for  the  garage  is  estimated  at  800  cars  (400  inbound 
and  400  outbound),   the  garage  should  have  ample  excess  capacity 
at  its  entrance/exit  points  to  prevent  unnecessary  queuing.     Any 
potential  queuing  effects  resulting  from  garage  traffic  will  be 
addressed  in  detail  by  the  architects  and  engineering  consultants 
as  the  project  enters  the  detailed  design  stage.     At  this  time,   the 
following  additional  measures  have  been  adopted  or  will  be  considered 
and  adopted  to  the  extent  feasible: 

1)  Entrances  and  exits  will  be  aligned  with  Bedford  Street  and 
Harrison  Avenue  Extension  for  direct  access  to  the  street  system 

2)  Entrances  and  exits  will  be  designed  to  a  width  adequate  to 
accommodate  entering  and  exiting  traffic  with  minimum  delay. 

3)  The  number  of  entrance  and  exit  windows  and  the  method  of 
payment  will  be  designed  to  reduce  delays. 

4)  Traffic  signals  will  be  adjusted  to  accommodate  garage  traffic. 
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6.  Methods  to  reduce  employee  parking: 

The  major  objective  of  the  garage  design  has  always  been  to  encourage 
short-term  shopper  parking.     It  is  a  firm  City  commitment  to 
discourage  all-day  parking  in  the  garage  facility.     The  project's 
direct  connection  to  Boston's  busiest  subway  station  and  the  fact 
that  fewer  than  10%  of  Jordan  Marsh  employees  use  autos  today 
(page  91  of  the  Draft  EIS)  support  the  prediction  that  transit  use 
among  future  employees  will  continue  to  be  high.     The  following 
measures  will  also  be  taken  to  discourage  all- day  parking: 

1)  No  spaces  will  be  reserved  for  hotel,   retail,  or  office  employees. 

2)  No  monthly  employee  rates  will  be  offered. 

3)  Rates  will  be  set  to  encourage  short-term  parking;  i.e.,  flat 
hourly  rate  with  no  all- day  maximum 

4)  Tenants  will  be  encouraged  to  offer  MBTA  passes  to  employees 
(Jordan  Marsh  does  today)  and  car  pooling  incentatives . 

7.  Coordination  among  local,  regional  and  state  agencies: 

As  the  central  city  in  a  metropolitan  region  of  three  million  persons, 
the  City  of  Boston  and  the  Boston  Redevelopment  Authority  have 
participated  jointly  with  EPA,   the  State  and  regional  agencies  for 
the  past  decade  in  a  number  of  efforts  to  coordinate  transportation 
and  air  quality  planning,  including: 

1)  Development  of  a  federally-mandated  transportation  control 
plan  and  implementation  of  a  parking  freeze  in  downtown 
Boston  (originally  in  conjunction  with  EPA,  now  with  the 
Massachusetts  Executive  Office  of  Environmental  Affairs. 
Lafayette  Place  has  received  a  freeze  permit  from  the  Boston 
Air  Pollution  Control  Commission. 

2)  Participation  with  the  Central  Transportation  Planning  Staff  in 
the  development  of  the  Transportation  Systems  Management 
element  of  the  Unified  Work  Program,  of  which  the  downtown 
Transit  and  Traffic  Improvement  Program  is  a  key  element. 

3)  Participation  with  EOEA  and  CTPS  in  development  of  the  State 
Implementation  Plan  for  improved  air  quality. 

4)  Continual  interest  and  participation  in  regional  transit  planning 
for  improved  operations,  extensions,  and  improved  fringe 
parking  and  bus  access  in  suburban  areas. 

5)  Participation  in  the  State's  growth  policy  process,  both  at  the 
overall  policy  statement  level  and  in  detailed  project  planning. 

1        Article  V,   Section  5.06  (iv)  of  the  Tripartite  Agreement  among 

City  of  Boston,  Boston  Redevelopment  Authority  and  Lafayette  Place 
Associates,   dated  1978. 
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These  efforts  will  continue  in  the  future.     In  addition,   the  EPA 
recently  has  invited  the  City  of  Boston  to  submit  an  application  for 
an  Air  Quality  Technical  Assistance  Demonstration  Program  grant 
to  develop  innovative  plans  to  attain  national  air  quality  standards 
while  maintaining  the  City's  ability  to  attract  and  retain  business 
and  industry.     The  development  of  such  plans  will  require  close 
coordination  with  local,  regional,   and  State  agencies  responsible 
for  developing  revisions  of  the  Massachusetts  State  Implementation 
Plan.     A  copy  of  the  City's  Letter  of  Intent  to  compete  for  a  grant 
is  included  as  Attachment  D.3. 

B.  U.S.   Department  of  Transportation  -  Federal  Highway  Administration 

1.  Conflicting  traffic  movements  on  Bedford  Street 

The  statement  in  the  third  paragraph  of  page  97  of  the  Draft  EIS 
is  obviously  in  error  and  should  be  corrected  as  follows:     "To 
improve  access  to  and  egress  from  the  Lafayette  Place  garage, 
Bedford  Street  will  be  widened  and  made  two-way  between  Chauncy 
and  Kingston  and  one-way  eastbound  between  Kingston  and  Church 
Green   . . . . "     The  section  of  Bedford  Street  between  Chauncy 
Street  and  Kingston  Street  was  made  two-way  so  that  vehicles 
could  leave  the  garage  via  the  Chauncy  Street  exit  but  have  an 
eastbound  alternative  to  going  northbound  and  threading  their  way 
through  downtown.     The  initial  routing  would  be  along  Bedford 
Street  to  Kingston  Street  to  Essex  Street  and  the  Surface  Artery. 
Bedford  Street  between  Church  Green  and  Kingston  Street  would 
remain  westbound  until  the  new  arterial  street  is  connected  to  the 
Surface  Artery  at  some  future  date.     Then,  this  block  of  Bedford 
Street  is  proposed  to  be  made  eastbound.     Church  Green  channel- 
ization as  constructed  for  the  TTIP  fits  both  the  eastbound  or 
westbound  Bedford  Street  pattern. 

2.  New  arterial  street  construction 

Planning  and  preliminary  design  for  the  new  arterial  street  (now 
known  as  New  Essex  Street)  are  underway.     In  addition,  a  request 
was  made  to  the  State  in  1975  to  have  the  street  declared  eligible 
for  Urban  Systems  funding.     Even  if  time  constraints  make  early 
construction  of  the  permanent  street  impossible,  a  temporary  street 
will  definitely  be  constructed  in  the  same  alignment  between  Kingston 
Street  and  Washington  Street  before  Bedford  Street  is  closed. 

C.  Advisory  Council  on  Historic  Preservation 

Pursuant  to  the  letter  of  September  27,   1978,  from  the  Advisory 
Council  on  Historic  Preservation,  the  Mayor  of  the  City  of  Boston, 
as  the  Chief  Executive  Officer  of  the  applicant  for  UDAG  funds  for 
the  Lafayette  Place  project,  has  concurred  with  the  condition  that 
final  plans  and  specifications  for  the  project  be  submitted  to  the 
Massachusetts  State  Historic  Preservation  Officer  for  review  and 
approval  prior  to  commencement  of  construction.     A  copy  of  the 
signed  concurrence  is  attached  (Attachment  D.4.).     Accordingly, 
the  Executive  Director  of  the  Advisory  Council  will  not  object  to 
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the  determination  of  the  no  adverse  effect  made  pursuant  to  Section  106 
of  the  National  Historic  Preservation  Act  of  1966,  and  all  Section  106 
responsibilities  of  the  applicant  will  have  been  satisfied. 

State  Agencies 

A.      Executive  Office  of  Environmental  Affairs 

1.  Need  for  wind  analysis 

In  response  to  the  request  of  EOEA,   the  BRA  engaged  R.E.   Hay  den 
of  Bolt  Beranek  and  Newman,  Inc.,   to  provide  a  preliminary  wind 
analysis  of  the  Lafayette  Place  project  in  order  to  ascertain  the 
possibility  of  adverse  wind  effects  in  and  around  the  project.     A 
copy  of  the  consultant's  report  is  included  as  Attachment  D.5. 

In  summary,  the  Hay  den  study  found  that,  although  some  wind 
impacts  normally  could  be  anticipated  from  the  construction  of  the 
project,  no  significant  adverse  effects  were  expected  and  potential 
problems  that  were  identified  could  be  reduced  by  straightforward 
mitigation  measures  (e.g.,  the  construction  of  parapets  or  wind 
screens).     The  study  further  found  that  the  general  arrangement 
of  the  components  of  the  project  was  quite  favorable  for  minimizing 
wind  impact  once  the  direction  of  the  prevailing  winds  was  considered 
and  no  large-scale  rearrangement  of  the  project  was  recommended. 
Some  pedestrian  discomfort  may  be  expected  along  Washington 
Street  and  possibly  within  the  enclosed  arcade  area  from  northwest 
winds,  and  more  substantial  pedestrian  problems  may  occur  along 
Chauncy  Street  during  easterly  winds.     At  the  elevated  pedestrian 
area  adjacent  to  the  hotel  tower,  where  an  outdoor  pool  and  other 
guest  facilities  are  proposed,  general  discomfort  was  predicted  due 
to  the  combination  of  the  high-rise  with  the  low-use  structures 
around  it  and  its  exposure  to  relative  high  wind  speeds.     When 
the  project  design  is  finalized,  the  study  recommended  that  a  wind 
tunnel  test  be  performed  to  quantify  the  magnitude  of  predicted 
winds  and  to  determine  potential  wind  speed  levels  at  pedestrian 
heights . 

2.  Aesthetic  impact  on  Boston  Common 

A  series  of  photographs  taken  from  several  vantage  points  on  the 
Boston  Common  (Figures  D.l  to  D.3)  indicates  that  in  general  only 
the  hotel  tower  would  be  visible  from  the  Common  and  only  from  a 
relatively  few  points  at  that  (e.g.,  Figure  D.l(2)).     For  the  most 
part,  distant  views  from  the  Common  are  hidden  by  the  existing 
trees.     From  Tremont  Street,  the  proposed  structure  would  be 
visible  only  to  one  looking  directly  down  West  Street  or  Avery 
Street;  the  existing  buildings  along  Tremont  Street  would  hide  any 
view  of  the  project  from  other  points  along  the  Common  side  of 
this  street.     These  observations  are  confirmed  by  sketches  of  the 
project  from  a  number  of  locations  in  the  Common  (Figures  D.4  to 
D.8).     (Sketches  D.6  and  D.7  actually  are  elevated  views  of  the 
project  rather  than  street-level  views;  the  existing  tree  cover  in 
the  Common  would  mask  the  project  at  the  pedestrian  level.) 
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Figure  D.3:  Reference  Map  for  Figures  D.l  -  D.2 
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Figure  0.8:  Reference  Map  for  Figures  D.4  -  0.7 
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Because  of  the  setback  of  the  hotel  tower  within  the  project  itself 
(some  800  feet  distance  from  the  Common),   no  visual  bariers  should 
be  created.     (Rather,   buildings  such  as  the  25-story  Tremont-on- 
the-Common  apartment  on  Tremont  Street  have  a  considerably 
greater  potential  for  blocking  in  the  Common . ) 


3.  Air  monitoring  program 

See  response  to  EPA  comment  #1  above 

4.  Transporation  network 

a.       Permanent  implementation  of  the  TTIP: 


The  City  is  firmly  committed  to  the  permanent  implementation  of  an 
auto-restricted  zone  in  downtown  Boston.     The  one-year  demonstration 
grant  has  included  adequate  testing  of  all  operational  components 
to  insure  that  the  final  plan  is  workable  and  environmentally 
acceptable.     Although  quantitative  data  are  not  yet  available  for 
evaluation  of  the  traffic,   delivery,   taxi  and  pedestrian  components, 
initial  operating  experience  seems  to  indicate  that  the  current 
scheme  will  remain  permanently,   with  only  minor  changes  to  signs 
and  parking  restrictions.     As  regards  the  immediate  vicinity  of 
Lafayette  Place,   "the  current  scheme"  can  be  defined  to  mean: 
1)  restriction  of  private  auto  traffic  on  Washington  Street  between 
Bedford  and  Milk  Streets,   Winter  Street,   and  Summer  Street  between 
Washington  Street  and  Kingston-Otis  Streets,     2)  northbound 
Chauncy-Arch  Streets  with  an  exclusive  reverse  bus  lane  between 
Franklin  Street  and  New  Essex  Street,   and     3)  an  exclusive  bus 
lane  on  New  Essex  Street,   should  it  be  required  for  continued 
MBTA  bus  service. 

In  terms  of  the  bus  routes,   the  MBTA  made  a  commitment  to  continue 
operating  the  extended  routes  as  long  as  their  service  standards 
for  ground  transportation  are  met.     These  standards  require  that 
revenues  meet  30%  of  operating  costs  for  the  MBTA  to  continue 
running  the  service. 

Altertatives  to  discontinued  TTIP  elements: 

As  stated  above,   current  operational  data  and  City  policy  is  to 
continue  the  TTIP  traffic  changes  permanently,   with  only  minor 
signing  and  signal  changes  to  improve  operations.     For  this  reason, 
no  major  alternatives  to  the  TTIP  pattern  are  being  considered  at 
this  time.     Should  any  alternative  traffic  patterns  be  considered  in 
the  future,   however,   the  access  needs  for  Lafayette  Place  will  be 
taken  into  account,   as  they  were  in  the  design  of  the  current 
scheme . 
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c.       Alternative  circulation  patterns  considered  for  Lafayette  Place  and  TTIP 

(1)     Lafayette  Place  alternatives: 

Since  planning  for  Lafayette  Place  preceded  planning  for  the  TTIP, 
original  circulation  alternatives  did  not  assume  implementation  of  an 
auto-restricted  zone.     In  addition,   the  original  alternatives  were 
based  upon  a  garage  located  between  Chauncy  and  Columbia  Streets. 

Barton-Aschman  Associates  developed  a  circulation  plan  for  the 
project  in  1974,   described  as  follows: 

The  recommended  circulation  system  has  been  designed  to 
meet  the  project  requirements  with  minimum  disruption  to 
traffic  on  the  existing  street  system.     The  plan  is  also  com- 
patible with  the  ultimate  downtown  system  developed  by  the 
Boston  Redevelopment  Authority  (BRA).     The  most  important 
elements  of  the  proposed  circulation  system  are  as  follows: 

1.  A  new  three-lane  westbound  street  has  been  recommended 
that  would  run  parallel  to  Essex  Street  between  Central 
Artery  and  Kingston  Street  and  then  follow  the  general 
alignments  of  Rowe  Place,  Exeter  Place,  Hayward  Place, 
and  Avery  Street,   terminating  at  Tremont  Street.     As  a 
result  of  the  new  street  the  road  network  would  have 
sufficient  capacity  in  a  westerly  direction.     The  need  for 
this  new  street  was  based  on  four  criteria: 

a.  One  of  the  earlier  comprehensive  planning  studies 
(conducted  for  the  BRA  in  1967)  recognized  the 
need  for  this  street  as  a  "penetrator"  route  across 
the  downtown  due  to  the  development  of  downtown 
Boston  as  a  major  retail,  business,  and  office 
complex  by  1985. 

b.  Detailed  traffic  assignment  and  capacity  analysis, 
conducted  as  a  part  of  this  study,  clearly  indicated 
such  a  street  would  result  in  significant  improvement 
to  the  operation  of  critical  intersections  in  the 
Boston  CBD. 

c.  The  new  street  would  constitute  the  most  logical 
and  comprehensible  westbound  counterpart  of  Essex 
Street  and,   thus  help  establish  a  much  needed 
east- west  corridor  for  the  Boston  CBD. 

d.  The  new  street  would  ensure  proper  circulation 
around  the  project  site  for  vehicular  traffic. 

2.  It  was  assumed  that  Chauncy  Street  would  be  operated 
initially  as  a  three-lane  southbound  street  and  ultimately 
as  a  four-lane  northbound  street.     The  recommended 
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circulation  plan  is  flexible  enough  to  be  adopted  to  such 
major  street  modifications  and  is  compatible  with  the 
future  total  development  of  the  downtown  as  a  single 
entity . 

3.       In  order  to  improve  the  traffic  operations  at  the  inter- 
section of  Tremont  and  Boylston  Streets,  one  westbound 
lane  should  be  added  to  Boylston  Street,  west  of  the 
intersection.     A  study  conducted  in  1969  for  the  BRA 
indicated  that  the  addition  of  such  a  lane  is  feasible, 
although  it  will  require  special  reinforcing  of  the  MBTA 
tunnel  located  below. 

The  operation  of  this  intersection  may  be  improved 
further  by  the  addition  of  a  special  right- turn  lane, 
about  300  feet  long,  from  Tremont  Street  onto  Boylston 
Street . 

Parking 

1.  It  is  estimated  that  the  new  development  would  require 
3,000  parking  spaces. 

2.  The  proposed  parking  garage  would  accommodate  2,000 
vehicles.     It  is  assumed  that  this  garage  would  be  used 
to  accommodate  the  total  demand  of  the  retail  and  hotel 
complex  (1,400  and  350  spaces,   respectively)  and  a 
limited  portion  of  the  office  needs  (250  spaces).     The 
additional  1,000  spaces  required  for  office  parking  could 
be  obtained  from  existing  surplus  spaces. 

3.  The  parking  garage  site  has  been  strategically  located 
with  respect  to  the  Central  Artery,  between  Bedford 
Street  and  Rowe  Place-Exeter  Place.     It  is  immediately 
contiguous  to  the  project  site  so  that  it  would  be  identified 
as  a  part  of  the  total  development. 

Other  Recommendations 

1.  The  proposed  South  Station  project  will  have  a  significant 
impact  upon  the  downtown  street  system.     An  early 
implementation  of  the  recommended  circulation  scheme 
would  help  minimize  the  traffic  problems  associated  with 
the  South  Station  project. 

2.  In  the  context  of  the  Lafayette  Place  project,  it  is  desirable 
to  keep  the  South  Street  on- ramp  open  to  traffic. 
However,   the  ramp  presents  some  critical  traffic  problems 
with  respect  to  the  ultimate  BRA  objectives  for  the 
downtown . 

3.  Truck  access  and  parking  along  these  important  circulation 
streets  must  be  prohibited  during  the  peak  hours  to 
ensure  smooth  traffic  flow:     Tremont  Street,  Washington 
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Street,   Chauncy-Arch  Street,   Stuart- Kneeland  Street,       1 
Essex-New  Westbound  Street,   and  Summer-Winter  Street. 

This  study  considered  a  range  of  alternative  circulation  plans, 
described  in  Attachment  D.6.     The  preferred  alternative  at  that 
time  called  for: 

1)  New  westbound  Essex  Street,   33  feet  wide,   from  the  Surface 
Artery  to  Tremont  Street  via  Exeter  Place,   Rose  Place,   Hayward 
Place  and  Avery  Street. 

2)  Widening  of  Chauncy  and  Kingston  Streets  between  New  Essex 
and  Bedford  to  service  the  garage. 

3)  Closure  of  Avon  and  Bedford  Streets  between  Chauncy  and 
Washington  to  create  a  development  parcel. 

4)  Eastbound  Bedford  Street  between  Chauncy  Street  to  Church 
Green . 

5)  Implementation  of  Washington  Street  Mall:   reduction  of  the 
roadway  to  one  moving  lane  and  one  loading  lane. 

6)  Northbound  Chauncy-Arch  to  compensate  for  reduction  of 
capacity  on  Washington  Street. 

It  can  be  seen  from  the  above  that  the  circulation  plan  chosen  for 
the  current  project  design  is  consistent  with  this  plan,   given     (1) 
implementation  of  the  TTIP,     (2)  the  change  in  the  size  and  location 
of  the  garage  and     (3)  the  design  to  reduce  land  takings  for  the 
creation  of  the  new  arterial  street,   as  discussed  in  the  Alternatives 
section  of  the  Draft  EIS. 

(2)     TTIP  alternatives 

The  process  of  alternative  selection  for  the  TTIP,   (originally 

known  as  Auto  Restricted  Zone),  is  described  in  the  draft  Evaluation 

Plan  prepared  for  the  U.S.   Department  of  Transportation,   Transportation 

Systems  Center,  by  Cambridge  Systematics,   Inc.    (August,    1978). 

This  description  is  included  in  Attachment  D.7. 

The  current  alternative  was  selected  for  implementation  because  it 
maximized  the  project  goals,  was  operationally  feasible,  and  was 
acceptable  to  affected  merchants.     A  public  hearing  on  the  project 
was  held  by  the  BRA  on  January  5,    1978,   at  which  no  negative 
testimony  was  presented. 

It  also  should  be  noted  that  the  TTIP  proposal  was  determined  by 
the  Executive  Office  of  Environmental  Affairs  on  May  22,    1978,   as 
not  in  need  of  an  Environmental  Impact  Report.     In  addition,   a 
Negative  Declaration  submission  was  made  to  TJMTA  on  January  25, 
1978,   and  UMTA  grant  approval  was  given  by  letter  June  23,   1978. 

1         Barton- Aschman  Associates,   Site  Analysis:     Parking  and  Circulation 
Plan  for  Lafayette  Place,    1974,   pp.   v  and  vi. 
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5.       Coordination  of  construction  phase  impacts 

Several  major  projects  in  the  vicinity  of  Lafayette  Place  are  either 
planned  or  underway  and  could  be  in  the  construction  phase 
simultaneously  with  the  Lafayette  Place  development.     The  major 
redevelopment  in  the  immediate  area  is  the  proposed  Park  Plaza 
Project,   for  which  planning  for  the  State  Transportation  Headquarters 
Building  and  the  Lex  Hotel  are  underway.     Further  development  in 
the  area  includes  the  Tufts-New  England  Medical  Center  expansion, 
the  Music  Hall  expansion,   and  the  T-NEMC  Nutrition  Center. 
Other  potential  development  at  the  same  time  could  occur  in  the 
South  Station  Renewal  Area  and  on  the  remaining  undeveloped 
Urban  Renewal  parcels  abutting  Stuart  Street  in  the  South  Cove 
Urban  Renewal  Area. 

For  the  Park  Plaza  project,   the  Authority  has  established  a  Design 
and  Construction  Phase  Review  Team  to  review  various  design  and 
construction  activities  having  an  impact  on  the  environment  external 
to  the  Park  Plaza  construction  site.     (The  function  of  the  D.C.P.R.T. 
is  described  in  detail  in  Park  Plaza  Urban  Renewal  Project/Final 
Supplemental  Environmental  Impact  Report,   Boston  Redevelopment 
Authority,   September  1976,   pp.   82-83.)     In  addition  to  these 
controls  on  the  Park  Place  development,   the  Authority  will  work 
closely  with  all  impacted  neighborhoods  to  insure  a  minimum  of 
disruption  from  the  Lafayette  Place  and  other  development  projects. 
The  Authority  will  also  coordinate  the  development  activities  between 
these  neighborhoods  and  the  various  City  departments,  which  are 
governed  by  codes  and  ordinances  to  insure  compliance  during  the 
permit  procedures  and  during  construction. 

B.      Massachusetts  Bay  Transportation  Authority 

1.  Description  of  public  interior  linkage 

The  Lafayette  Place  public  interior  linkage  will  consist  of  a  passageway 
open  to  the  public  and  extending  from  the  first  shopping  level  of 
Lafayette  Place  through  the  main  level  of  the  Jordan  Marsh  Department 
Store  to  a  new  entrance  to  the  Washington  Street  subway  station 
on  Summer  Street  (see  Figures  D.9-D.11).     This  passageway, 
which  will  incorporate  part  of  the  existing  circulation  system  in  the 
Jordan  Marsh  store,  is  proposed  to  be  open  to  the  public  at  all 
hours  and  will  provide  a  direct  and  continuous  access  to  the 
subway  system  from  the  project  area. 

2.  Washington  Street  subway  linkage  relocation 

Since  the  redesign  of  the  Lafayette  Place  project,   the  BRA  and  the 
developers  have  met  with  the  MBTA  to  discuss  the  relocation  of 
the  project  linkage  to  the  Washington  Street  subway  station.     The 
MBTA  thus  is  aware  of  the  concept  and  has  indicated  favor  to  the 
scheme,   although,  as  the  comment  points  out,  MBTA  funding  is  not 
available  for  the  new  connection.     Accordingly,   the  City  has 
agreed  to  pay  for  the  subway  kiosk  and  entrance  on  Summer 
Street  and  will  enter  into  all  required  agreements  with  the  MBTA 
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Figure  D.10:     Plan  of  Passageway  through  Jordan  Marsh  Store 
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which  are  necessary  in  order  to  implement  the  project.     (Article  V, 
Section  5.04(d)  of  the  Tupartite  Agreement).     Perhaps  the  commentor 
was  not  aware  of  the  MBTA/BRA  discussions. 

3.  Current  plans  and  designs 

The  most  recent  plans  and  designs  for  the  Lafayette  Place  project 
and  interconnections  to  the  MBTA  system  are  shown  on  Figures 
B.1-B.13  and  Figures  D.9-D.11  above. 

4.  MBTA  system  partronage 

According  to  the  1977  Annual  Report  of  the  MBTA,   the  average 
weekday  ridership  on  commuter  rail,   rapid  transit,   streetcars, 
buses  and  trolley  buses  rose  3.7  percent  in  1977,  from  an  estimated 
513,400  one-way  passengers  each  weekday  in  1976  to  an  estimated 
532,300  one-way  passengers  each  weekday  in  1977.     New  vehicles 
(the  Light  Rail  Vehicles),  a  new  station  on  the  Haymarket  North 
extension  of  the  Orange  Line,   the  commuter  rail  alternative  to. 
driving,  and  improvements  to  the  MBTA  Pass  Program  were  considered 
the  principal  reasons  for  the  increase.     The  year  1977  was  the 
second  consecutive  year  in  which  MBTA  ridership  increased. 

5.  Rapid  transit  network 

A  revised  Figure  II. A.  15,   showing  the  completed  Orange  Line 
extension  to  Oak  Grove,  is  attached.     (In  addition,   the  Lexington 
Line  of  the  commuter  rail  network  is  not  in  service  at  this  time, 
and  a  revised  Figure  II. A.  16  is  attached.) 

6.  Rapid  transit  system  update 

The  updated  information  regarding  the  Orange  Line,  Red  Line,  and 
Blue  Line  contained  in  the  comments  is  noted  and  incorporated 
herein  by  reference.     The  following  additional  corrections  have 
been  supplied  by  the  MBTA. 

Orange  Line 

Under  current  operating  conditions,   the  3.5  minute  frequency 
occurs  during  rush  hours  only.     The  Orange  Line  presently  has  90 
vehicles,  with  72  needed  for  service. 

Blue  Line 

Current  headway  during  the  P.M.   peak  is  4  minutes.     The  Blue 
Line  currently  has  70  new  cars  and  a  small  number  of  old  cars, 
with  40  vehicles  operating  in  the  morning  hours  and  44  in  the 
afternoon . 

Commuter  Rail  Services 

As  of  June  1978,   the  following  number  of  trains  were  operated  on 
the  commuter  rail  network. 
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1978  Rapid  Transit  Network 
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North  Service 
(Boston  &  Maine) 

South  Service 
(Penn  Central) 

Total 


Estimated  Daily 
Weekdays  Saturday  Sunday  Passengers  (8/78) 


246 


107 


353 


136 


34 


170 


92 


8,200 


6,600 


92 


7.       TTIP  proposal  and  bus  service 

a.  "Downtown  Crossing"  is  the  current  (October  1978)  name  for  the 
Boston  Transit  and  Traffic  Improvement  Program,  which  has  had 
several  name  changes  during  its  short  existance.  The  TTIP  was 
the  current  name  at  the  time  of  the  publication  of  the  Draft  EIS. 

b.  The  TTIP  did  not  begin  operationally  until  September  5,   1978, 
some  two  months  after  the  preparation  of  the  Draft  EIS.     Therefore, 
use  of  the  future  tense  in  the  Draft  EIS  was  correct. 

c.  As  part  of  the  Transit  &  Traffic  Improvement  Program  demonstration 
grant,   the  following  MBTA  bus  routes  have  been  extended  into  the 
downtown  area  to  supplement  the  current  transit  access  via  the 
subway : 


From  Charlestown 


From  South  End 


From  South  Boston 


From  the  western  suburbs 


Routes  92  and  93, 

Bunker  Hill  and  Main  Street  buses 

Routes  49,  43  Tremont  Street  and 
Northampton-Washington  Street  buses 

Routes  7,   11,   Summer  Street  and 
Bayview  buses 

Express  buses  300,   301,   304  305 
from  Riverside,  Brighton  Center, 
Watertown  and  Waltham. 


These  bus  routes  are  the  same  as  described  on  Page  88  of  the 
Draft  EIS  (the  express  bus  routes  have  been  in  operation  for 
several  years);   some  modifications  to  the  routing,   however,   have 
been  made.     At  present,   the  buses  run  in  two  loops  through  the 
downtown.     Routes  11,   43,   49,   92  and  93  use  the  Washington, 
Milk,   Devonshire,   Franklin,   Chauncy  and  Bedford  Streets  loop. 
Routes  300,   301,   304,   305,   and  7  use  the  Summer,   High,   Federal, 
Franklin,   Arch,   Summer  Streets  loop. 
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8.  Transit  car  capacities 

The  number  of  riders  per  car  for  each  transit  line,   as  identified  in 
the  comment,   is  incorporated  herein  by  reference.     Green  Line 
capacity  is  130  rides  on  the  PCC  cars  and  220  persons  on  the  new 
light-rail  vehicles. 

9.  Increased  service  on  Orange  and  Blue  Lines 

MBTA's  commitment  to  replace  the  existing  vehicles  on  the  Orange 
and  Blue  Lines  with  new  vehicles  is  welcomed.     New  vehicles, 
together  with  improvement  of  service,   should  help  to  accommodate 
adequately  increased  ridership  as  a  result  of  the  Lafayette  Place 
project. 

10.  TTIP  proposal  update 

See  response  to  comment  #7  above.     The  most  current  TTIP  ("Downtown 
Crossing")  map  is  attached  as  Figure  D.12. 

11.  Competition  for  Lafayette  Place  retail  development 

Although  it  is  recognized  that  Boston  retail  centers  such  as  Quincy 
Market  and  the  Back  Bay  will  offer  competition  to  Lafayette  Place, 
they  would  not  directly  affect  changes  in  suburban  shopping 
patterns  as  a  result  of  the  Lafayette  Place  development,   which  was 
the  purpose  of  the  discussion  in  this  section  of  the  report.     A 
careful  reading  would  show  that  this  discussion  refers  to  the 
potential  influence  area  of  the  Lafayette  Place  project  and  its 
anticipated  effect  on  regional  shopping  centers,   as  they  relate  to 
drawing  customers  away  from  suburban  retail  developments  to  the 
Central  Business  District  of  Boston.     It  is  recognized  that  projects 
such  as  Quincy  Market  and  the  future  Copley  Place  development  in 
the  Back  Bay  also  do  and  will  affect  regional  shopping  patterns 
and  tend  to  draw  shoppers  to  Boston,   as  will  Lafayette  Place. 

12.  Additional  MBTA  capacity 

Any  additional  equipment  that  the  MBTA  can  add  to  its  lines  will 
certainly  help  to  provide  adequate  capacity  for  projected  increase 
ridership . 

13.  Daily  transit  ridership 

The  additional  transit- riders  generated  for  the  entire  day  from  the 
Lafayette  Place  project  (retail  and  hotel  components  and  the  addition 
of  100,000  square  feet  of  office  space)  is  estimated  as  follows: 
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Figure  D.12: 


"Downtown  Crossing"  Circulation  Plan 
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Person  Total  Modal  Daily 

Trips/  One-Way  Split  to  One-way 

Unit  Size  Trips/Day  Transit  Transit  Trips 


Lafayette  Place 
Retail 


-  shoppers 

-  employees 

35/1,000  s.f. 
5/1,000  s.f. 

21,000 
3,000 

50% 
75% 

10,500 
2,250 

Hotel 

-  visitors/guests 

-  employees 

4.8/room 
1 . 2/room 

4,800 
1,200 

30% 
40% 

1,440 
480 

Office 

-  employees 

-  visitors 

4.2/1,000  s.f. 
1.1/1,000  s.f. 

840 

220 

31,060 

50% 
50% 

420 

110 
15,200 

Sources:    Barton-Aschman  Associates,   Inc.,   Site  Analysis  -  Lafayette  Place, 
Boston,  Massachusetts,   prepared  for  SEFRIUS,   Developers, 
Washington,   D.C.,   July  1974;  Wilbur  Smith  and  Associates, 
An  Access  Oriented  Parking  Strategy  for  the  Boston  Metropolitan 

Area,   Boston,    1974. 

Red  Line 

(40%) 

Green  Line 

(25%) 

Orange  Line 

(35%)* 

Blue  Line 

(10%) 

Distribution  of  the  transit  trips  to  the  four  rapid  transit  lines  is 
estimated  as  follows: 


6,080  trips 

3,800  trips 

5,320  trips 

1,520  trips 

*  Includes  Blue  Line  patronage 

Source:      Wilbur  Smith  and  Associates,   ojd.   cit. 

14.  Red  Line  vehicles 

The  information  regarding  use  of  6-car  trains  on  the  Red  Line  is 
noted  and  is  incorporated  herein  by  reference. 

15.  Washington  Street  tunnel  extension 

The  statement  in  the  Draft  EIS  regarding  the  opening  of  a  Washington 
Street  tunnel  from  Essex  Street  to  the  Lafayette  Place  project  was 
based  on  earlier  proposals  for  the  project.     The  current  MBTA 
modernization  plans  do  not  include  this  tunnel  nor  is  funding 
presently  available.     The  possibility  of  opening  a  tunnel  in  the 
future,   however,  is  not  foreclosed  and  may  be  seriously  considered 
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as  additional  planning  and  design  for  the  project  progresses, 
especially  if  the  Hayward  Place  garage  site  is  redeveloped. 

16.  Orange  Line  vehicles 

While  there  are  no  immediate  plans  to  use  6-car  trains  on  the 
Orange  Line,   station  development  and  modernization  along  this  line 
will  accommodate  their  use  in  the  future.     It  is  currently  anticipated 
that  6-car  trains  will  be  added  to  this  line  when  its  relocation  to 
the  Southwest  Corridor  is  completed  in  the  mid-1980's. 

17.  Accurate  and  updated  statistics 

Accurate  and  updated  statistics  as  supplied  by  the  MBTA  are 
incorporated  into  the  above  responses . 

C.      Water  Resources  Commission,   Division  of  Water  Pollution  Control 

1.  Adequacy  of  existing  sewer  system 

A  letter  from  the  Boston  Water  and  Sewer  Commission  respecting 
the  adequacy  of  the  existing  sewer  system  in  the  Central 
Business  District  of  Boston  is  appended  as  Attachment  D.8. 

2.  Sewer  extention  permit 

Application  for  a  sewer  extension  permit  will  be  filed  with  the 
Division  of  Water  Pollution  Control  prior  to  construction  of  the 
project . 

Local  Agencies 

A.      Boston  Landmarks  Commission 

See  response  to  Advisory  Council  on  Historic  Preservation  letter 
above . 
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1.0  INTRODUCTION 

1 . 1  Study  Objective 

The  objective  of  this  study  is  to  measure  the  environmental 
impact  —  as  manifested  in  changes  in  the  ambient  levels  of  carbon 
monoxide,  oxides  of  nitrogen,  and  noise  —  associated  with  the 
changes  in  motor  vehicle  traffic  due  to  construction  of  the  Down- 
town Freedom  Mall. 

1.2  Scope  and  Approach 

The  parameters  that  were  monitored  included  carbon  monoxide 
(CO),  oxides  of  nitrogen  (NOx) ,  wind  speed,  wind  direction,  and 
noise.   The  approach  used  for  measuring  these  parameters  are 
described  below. 

Carbon  Monoxide.      A  non-dispersive  infrared  (NDIR)  analyzer  and 
3  ecolyzers  were  used  to  measure  the  CO.   The  NDIR  is  an  approved 
EPA  method  for  long-term  continuous  ambient  monitoring.   The 
ecolyzers,  which  are  based  on  electrochemical  methods ,  .were  used 
for  the  additional  site  coverage. 

Oxides   of  Nitrogen,      Both  nitric  oxide  (NO)  and  nitrogen  dioxide 
(NO-)  were  measured  using  an  EPA  approved  method  involving  chemi- 
luminescent  techniques  for  continuous  measurements. 

Wind   Speed  and  Direction.      Both  wind  speed  and  direction  were 
recorded  on  a  continuous  basis  using  monitoring  and  seif-reccrdir.z 
instrument  such  as  the  Climatronics  Electronic  Weather  Station 
and  the  MR I  Mechanical  Station. 
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Raise.      Noise  was  monitored  on  a  continuous  basis  using  BBN's 
automatic  Model  614  monitoring  system. 

The  monitoring  program  covered  a  period  of  approximately 
two  weeks  —  form  the  first  to  the  last  week  of  July. 

Section  2  of  this  memorandum  summarizes  the  methods  used  to 
collect  the  data.   The  discussion  is  grouped  into  site  selection, 
probe  placement,  monitoring  equipment,  calibration,  and  data  re- 
duction.  The  results  of  the  monitoring  program  are  presented  in 
Section  3-   Examples  of  measured  results  for  each  of  the  different 
monitoring  equipment  are  given  in  Appendix  A,  the  hourly  average 
values  are  tabulated  in  Appendix  3,  and  performance  specifications 
of  the  various  types  of  equipment  are  given  in  Appendix  C 
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2.0  METH00S 

2.1  Site  Selection 

A  total  of  4  measurement  sites  were  selected  for  monitoring. 
The  selection  was  based  on  a  number  of  considerations  including 
1)  severity  of  existing  traffic  congestion  problem;  2)  anticipated 
changes  with  the  implementation  of  the  Downtown  Freedom  Mali;  . 
3)  proposed  bus  routing;  and  4)  availability  and  accessibility  of 
of  the  site. 

The  location  of  these  chosen  sites,  the  selection  criteria, 
the  parameters  measured,  and  the  associated  instrument  deployed, 
are  shown  in  Table  2.1.  The  geographical  locations  of  these  4  sites 
are  shown  in  Figure  2.1. 

2.2  Probe  Placement 

Probe  location  for  air  sampling  followed  established  EPA 
guidelines.   Summary  descriptions  of  probe  location  and  sensor 
placement  for  each  site  are  given  below. 

The   Post   Office    Cafeteria  Site.      Air  samples  were  drawn  in  by  a 
manifold  system  at  approximately  15  feet  from  street  level  and 
3  feet  from  the  wall.   Individual  air  intakes  from  manifold  to 
the  NDIR  and  the  ecolyzer  were  affected  by  3  to  6  ft.  tygon 
tubing.   The  microphone  for  the  noise  monitor  was  mounted  on  a  boom 
extending  between  6  and  7  ft.  from  the  window.   The  electronic 
wind  sensor  was  mounted  on  a  separate  boom  and  extended  approximately 
7  feet  from  the  wall  and  was  relatively  free  from  wind  effects  and 
from  nearby  objects. 
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TABLE   2.1 


Site  ID  No, 


Site  Description 


Selection  Criteria 


Parameters  Measured 


Equipment 


Pose  Office 

Cafe tar ia 


Post  Office  Roof 


Arch  Street 


Winter  Street 


Maximum  Impact 
from  Con jest ion 


Roof  top  wind 


Maximum  Bus 
Imoact 


Maximum  Reduction 
in  Auto  Traffic 
(Auto- free) 


CO,  Noise,  Wind 
Speed,  Wind 
Direction 


Wind  Speed, 
Wind  Direction 

CO,  NO/NO  ,  Noise 
Wind  Speed,  Wind 
Direction 


CO,  Noise 


NDIR, 
Ecolyzer, 
Noise 
Monitor, 
Wind  Sensor 

Wind  Sensor 


Ecolyzer, 
NQx  Monitor, 
Noise 
Monitor, 
Wind  Sensor 

Ecolyzer, 

Noise 

Monitor 
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Cot*\r<\ort 


^1   Measurement  Sites 


FIG.  2.1.   Project  Area  Showing  Location  of  the 
Monitoring  Sites. 
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Az   the   ?c3z   Office  Roof  Size.      The  wind  sensor  was  mounted  on  top 
of  a  "room  extending  about  13  fee"  from  the  highest  car-  of  the 
Pose  Cffiee  reef.   Influence  free:  antenna  scruccures  en  the  reef 
was  j'-cgec  ::  re  Insignificant,   fefltb  the  possible  exeeccier.  of 
che  Shawmuc  Ban.-:  Building,  this  sice  was  relacivelv  free  from  wind 
effects  of  nearby  scruccures. 

Az    zhs   Arch   Szresz   Size.      Air  samples  for  CC  were  taken  ac  apprc- 
ximacely  12  feec  above  che  sidewalk  and  2  feet  from  the  wall.   7cr 
MC/!IC-  a  secarace  ir.cake  was  used.   Air  was  drawn  ac  aocuc  25  feec 
above  sidewalk  '  ecrrespcr.dir.g  ce  che  level  of  che  window  en  che 
Isc  floor   me  about  :  feec  from  the  wall.   All  cr.eumacic   plumbing 
was  .cade  of  inerc  eeflen.   The  ni:recnene  was  ncunced  en  a  eeom 
excer.dir.g  aeeuc  :  feec  eue  of  che  window.   The  wind  sensor  was 
ncunced  en  ics  own  boon  and  excer.ded  ace::  :  feec  frcm  che  wall. 
The  vine  sensor  was  accrcxijcacely  13  feec  frcm  a  nearby  3  ft. 
crccrudir.g  wall  face. 

-.z    zha    W-lnza?  Szveez   Size.      Air  samples  for  ZZ   were  caken  ac  ap- 
crcxir.acely  12  feec  free:  che  sidewalk  and  2  feec  free:  che  wall. 
The  nierecner.e  for  the  r.eise  monitor  was  ncur.ced  en  a  eocm  ac 
chis  heignc  but  exceeding  aeeuc  3  feec  free:  che  wall. 

2.3   Monitoring  Equipment 

ZzT'zzn  Monoxide .       Tl  eeneeneraciens  were  measured  by  ewe  eifferenc 
eyces  of  ec.uiprcer.c  .   The  firsc  is  a  3eckman  nen-dispersive  infrared 
analyeer  .'.cdel  :e~3  with  ene  auccspan  option)  .   Tne  echer  is  an 
Energecies  5eier.ee  Eeelyzer,  which  works  on  an  eleecre-chemieal 
crine  icle . 
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Oxides   of  nitrogen.      Both  NO  and  NO-  were  measured  using  a  Monitor 
Labs  chemilumine scent  analyzer  (Model  8440E) .   Both  oxide  species 
were  recorded  continuously  and  concurrently. 

^oise.      Noise  levels  were  measured  using  3BN's  Model  Sift  portable 
noise  monitors.   Average  hourly  noise  levels  along  with  24-hour 
noise  statistics  were  recorded  automatically. 

Wind.      Wind  speed  and  wind  direction  were  measured  using  a  Zllma- 
tronics  Electronic  Weather  Station,  a  Texas  Instrument  Electronic 
Wind  Sensor,  and  a  MRI  Mechanical  Weather  Station. 

2.4  Calibration  and  Data  Reduction 

Carbon  Monoxide .   The  NDIR  analyzer  was  programmed  to  automatically 
zero  and  span  itself  every  U  hours.   The  ecolyzers  had  to  be  cali- 
brated manually  twice  a  day  —  in  the  morning  around  9  a.m.  and  at 
4  p.m.   Because  of  the  tendency  for  the  ecolyzers  to  drift  and 
become  unstable,  much  of  the  weekend  data  were  rejected  as  invalid. 
All  CO  data  were  recorded  continuously  on  strip  char-  recorder.   The 
charts  were  labelled  and  screened,  and  then  digitized  electronically 
to  produce  hourly  average  CO  concentrations. 

Nitrogen   Oxides.      Calibration  of  the  NCx  analyzer  was  accomplished 
through  the  use  of  the  Monitor  Lab  Model  8500  PERMACAL  dynamic 
calibration  system.   Calibration  was  performed  after  Installation 
at  the  site,  about  one  week  into  the  measurement  program,  and  just 
prior  to  the  end  of  the  program.  The  calibration  used  standard 
NO  gas  (traceable  to  NBS  standard)  which  was  subsequently  diluted 
to  the  desired  concentration  during  the  actual  calibration,  and  a 
NO-  permeation  tube.   3oth  NO  and  NO-  data  were  recorded  simultaneously 
in  a  dual-channel  chart  recorder.   These  data  were  digitized  to 
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produce  hourly  values  of  NO  and  NO-  separately. 

Noise.      The  BBN  Model  6l4  noise  monitors  were  calibrated  daily  using 
such  acoustic  calibrators  as  B&K  4220  and  GR  1567  •   Hourly  noise 
levels  and  24-hour  noise  statistics  (e.g.  Ld_)  were  printed  auto- 
matically on  a  paper  tape. 

Wind.      Wind  speed  sensors  were  calibrated  in  the  laboratory  and 
no  additional  calibration  in  the  field  was  rea.uired.   Wind  direction 
calibration  was  performed  during  installation  at  the  site  using 
existing  landmarks.   Both  wind  speed  and  wind  direction  data  were 
recorded  continuously  on  strip  charts.   These  data  were  digitized 
to  produce  hourly  average  results. 
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3.0  RESULTS  OF  THE  MONITORING  PROGRAM 

3.1  Carbon  Monoxide 

At   the   Post  Office   Site.      The  non-dispersive  infrared  (NDIR)  CO 
analyzer  deployed  at  this  site  collected  data  on  a  continuous  basis 
from  July  10,  1978  through  July  26,  1978.   Data  capture  was  esti- 
mated at  96%.      Highest  1-hour  average  was  20  parts  per  million  (ppm) 
which  took  place  at  10  a.m.  on  a  Tuesday.  Low  1-hour  average  read- 
ings of  between  1  ppm  and  2  ppm  occurred  quite  frequently  between 
1  a.m.  to  5  a.m.   No  violation  of  the  1-hour  standard  of  35  ppm 
was  observed.   The  highest  8-hour  average  was  12  ppm,  recorded  on 
a  Tuesday  at  5  p.m.   During  this  monitoring  period,  there  were  3 
occassions  (of  non-overlapping  8-hour  time  periods)  for  which  the 
8-hour  standard  of  9  ppm  were  exceeded. 

Figure  3.1  shows  the  variation  of  the  ambient  CO  levels  at 
this  site  for  selected  days  of  the  week.   On  weekdays,  CO  levels 
rose  rapidly  from  about  7  a.m.   Maximum  CO  levels  occurred  around 
the  evening  rush  hour  at  5  p.m.   Levels  on  Saturdays  were  generally 
low,  the  evening  rush  hour  peak  was  absent,  and  the  levels  remained 
between  4  and  9  ppm  late  into  the  night. 

The  CO  ecolyzer  that  was  placed  next  to  the  NDIR  was  operated 
from  July  10,  1973  through  July  25,  1978.   Data  capture  rate  was 
low  —  about  65%-      This  was  due  primarily  to  equipment  instability 
during  unattended  operation  at  night  and  on  weekends.   During 
periods  of  attended  calibration,  the  CO  readings  on  the  ecolyzer 
corresponded  fairly  well  with  the  NDIR  readings. 
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At   the   Arch  Street  Site.      A  CO  ecolyzer  was  operated  from  July  9, 
1978  through  July  26,  1978.   Data  capture  during  this  period  was 
estimated  at  65*.   Highest  1-hour  average  CO  reading  was  16  ppm, 
which  took  place  at  6  p.m.  on  a  Monday.   Low  1-hour  readings  of 
2  ppm  or  less  were  frequently  encounted  between  midnight  and  6  a.m. 

Figure  3.2  shows  the  diurnal  variation  of  CO  levels  at  this 
site  for  a  Monday  and  a  Thursday.   The  CO  build  up  in  the  morning 
was  slow  compared  to  readings  taken  at  the  Post  Office  Site.   Max- 
imum levels  were  observed  at  6  p.m.   No  exceedance  of  the  1-hour 
standard  was  encountered.   The  highest  8-hour  average  found  was  about 
7.0  ppm,  which  happened  on  a  Monday  between  noon  and  7  p.m.   There 
were  no  violation  of  the  8-hour  standard. 

At    the    Winter   Street  Site,      A  CO  ecolyzer  was  operated  at  this 
site  from  July  12,  1978  through  July  26,  1978.   Data  capture  was 
estimated  at  50£.   Highest  1-hour  average  CO  reading  was  26  ppm 
which  took  place  at  6  p.m.  on  a  Monday.   During  periods  of  traffic 
congestion,  idling  automobiles  were  backed  up  past  the  .location  of 
the  CO  monitor.   However,  no  exceedance  of  the  1-hour  standard- 
was  observed.   Highest  8-hour  average  reading  was  15  ppm  which 
occurred  between  2  p.m.  and  9  p.m.  on  a  Monday.   There  were  7 
occasions  of  violation  of  the  8-hour  standard  of  9  ppm  during 
this  sampling  period. 

Figure  3-3  shows  the  hourly  variation  of  CO  levels  recorded 
at  this  site.  Compared  with  levels  recorded  at  the  Post  Office 
and  the  Arch  Street  Sites,  the  CO  levels  at  Winter  Street  were 
generally  much  higher.   Maximum  levels  occurred  both  during  the 
lunch  hour  and  the  evening  rush  hour. 
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The  8eckman  Model  865  Infrared  Analyzer 


INTRODUCTION 

The  Model  XA5  Infrared  Analyzer  automatically  and  con- 
timmusly  determines  the  concent r:iimn  of  a  particnlnr  com- 
poneni  of  interest  in  a  (lowing  mixture  The  analysis  is  based 
on  a  differential  measurement  of  the  absorption  of  infrared 
energy.  The  instrumenl  has  a  wide  ranee  of  applications, 
subject  only  to  the  limitation  that  the  analysis  involve  the 
determination  of  a  single  component,  which  must  absorb 
infrared  energy. 

The  Model  865  Infrared  Analyzer  is  available  in  two 
versions:  General-Purpose.  Figure  l-l:  and  F.xplosion- 
Proof.  Figure  1-2.  These  differ  only  in  physical  configura- 
tion: liiniiwiially.  they  are  identical. 

Within  the  analyzer,  two  equal-energy  infrared  beams  arc 
directed  through  two  optical  cells:  a  flow  -through  sample 
cell  and  a  scaled  reference  cell.  Solhl-slalc  electronic  cir- 
cuitry continuously  measures  the  ilif Jerenre  between  the 
amounts  of  infrared  energy  absorbed  in  the  two  ceils.  This 
difference  is  a  measure  of  Ibc  concentration  ol  the  compo- 
nent of  interest  in  the  sample.  Readmit  is  on  a  front-panel 
meter  with  O-io-lOO  scale.  In  addition,  a  lieUI-selcclahlc  out- 
put for  a  potent  iomelric  f voltage)  recorder  is  provided  as 
standard.  A  field-scleetahle  output  lor  a  current-type  re- 
corder or  controller  is  obtainable  through  use  of  an  optional 
plug-in  circuit  hoard. 

A  calibration  curve  can  be  used  i<>  convert  meter  or  re- 
corder readings  into  concentration  values.  Alternatively,  the 
analyzer  may  utilize  an  optional  plug-in  lincariz.er  circuit 
hoard  lo  equip  a  given  operating  range  for  linear  rntiiaul  nf 
rmiccntrniion  values  on  the  meter  and  on  a  potent iomctric 
recorder. 

For  convenient  routine  upscale  calibration,  the  analyzer 
may  incorporate  an  optional  calibration  accessory.  Depres- 
sion o(  a  pushbutton  inserts  a  reflecting  window  into  the 
s;unplc  beam.  The  window  rellecls  a  fixed  amount  of  infra- 
red energy  out  of  the  beam,  to  simulate  a  specific  concen- 
tration ot  (he  measured  component. 

As  an  option,  the  analyzer  may  be  equipped  for  remote 
selection  of  Range  I  or  ?>, 

The  electronic  circuitry  utilizes  plug-in  printed  circuit 
boards  with  solid-stale  components.  This  feature  provides 
the  ultimate  in  reliability,  facilitates  servicing,  and  permits 
the  inclusion  of  various  options,  such  as  current  output,  by 
addition  of  the  appropriate  boards. 


SPECIFICATIONS 

ACCURACY 
1  %  of  full  scale, 

SPAN  DRIFT' 

:sl  %  of  fuilscaic  in  24  hours. 

ZERO  DRIFT' 

2z  1  7o  of  fullscnlc  in  24  hours. 

AMQIENTTEMPERATURE  RANGE 
30°F  to  1 20°F  (- 1  °C  to  49°Q. 

LINE  VOLTAGE 
1 15  2:15  volts  rms. 

LINE  FREQUENCY 
50/60*0.5  Hz. 

POWER  CONSUMPTION 
400  watts. 

ELECTRONIC  RESPONSE  TIME 

(0  TO  90%  OF  FULLSCALE) 

Switch  selection  of  fast  or  slow  response. 

FAST  switch  position  provides  0.5-sccond  response  (op- 
tional I -second  response  obtainable  by  clipping  jumpcrsj. 
SLOW  switch  position  provides  2.5-sccond  response. 

OUTPUT 

Standard  (Potcniiomctric) 

0  to  10.  0  to  100  millivolts,  0  to  1,  0  to  5  voiis  d.c  (ficld- 

sclcctablc). 
Optional  (Current) 

4  to  20  and  10  to  50  milliampcrcs,  d.c  (ficld-scicctabic). 
or.  Linearized  (Potcniiomctric) 

0  to  10,  0  to  100  millivolts,  0  to  1,  0  to  5  volts  cLc  (ficid- 

sclectablc). 

CATALOG   NUMBERS  AND  CASE  ELECTRICAL 
CLASSIFICATIONS 

194501  General-Purpose  Model  865  Infrared  Analyzer 
general-purpose  case:  accessory  air  purge  kit  designed 
for  ISA  Type  Z. 

194502  Explosion-Proof  Model  865  Infrared  Analyzer, 
designed  to  meet  Class  I,  Group  3/D,  Division  1  require- 
ments. 


•Performance  specifications  based  on  ambient  temperature 
shifts  of  less  than  20  Fahrenheit  degrees  (11  Ccntngradc 
degrees)  at  a  maximum  rate  of  20  Fahrenheit  degrees  (11 
Cantrigradc  degrees)  per  hour. 
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The  Beckman  Automatic  Zero/Span  Standardization 
Accessory  for  Gas  Analyzers 


FEATURES 

Built. in  twenty-four  hour  timer  capable  of  initialing  hoth  full 
calibration  sequences. and  separate  zero  sequence*  at  any  de- 
sired limes  within  the  twenty-four  hour  period.  In  addition, 
calibration  sequences  can  he  initiated  hy  an  externally  sup- 
plied logic  signal  or  by  manual  command  via  pushbutton. 

Auto  zero  standardization  point  may  be  offset  from  zero 
by  adding  a  selected  resistor  to  the  zero-correction  circuit. 

Out-of-rangc  alarm  lights  warn  operator  when  gas  analyzer 
requires  adjustment. 

The  £15  volt  power  in  the  supply  unit  is  capable  of 
powering  up  to  two  other  units,  saving  cost  in  systems 
applications. 

Status  lights  notify  operator  when  calibration  sequence  is 
occurring. 

Built-m  sample-and-hold  amplifier  will  display  last  process 
value  during  calibration  sequence  for  control  applications. 


SPECIFICATIONS 


IRQ,  SPAN  RESOLUTION  INPUT 

3.5  Co  of  fuilscale.  0  to  5  volts  fullscalc.  cither  polarity. 

:ro  correction  range  sample-and-hold  decay  rate 

15Cc  of  fullscalc.  minimum.  Less  than  1  Co  of  fuilscale  per  20  minutes. 

AN  CORRECTION  RANGE  LINE  VOLTAGE 

lOCr  of  fullscalc.  minimum.  100  to  130  volts  rms,  60  Hz. 

MB1ENT TEMPERATURE  RANGE  200  to  260  volts  rms.  50  Hz. 

'°Fto  1 10°F.  CALIBRATION  SEQUENCE  TIMES 

JTPUTS  2.5,  5,  or  40  minutes,  selectable. 

millivolts,  100  millivolts,  1  volt.  5  volts  Potcntiometric 
andard.  4  to  20-milliamperes  Isolated  Current  Optional. 
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Specifications    for   the   Energetics  Science    Ecolyzer 

Dimensions 13"    x   7    3/8"    x   7    3/8" 

Weight ..'. 9   lbs . 

Sensor Electrochemical 

Rise  Time ■•- 25  sec. 

Analytical  Reproducibility ±1%   of  Full  Scale 

Zero  Drift 0.5%  of  Full  Scale  in  24  hrs. 

Span  Drift 1%  of  Full  Scale  in  24  hrs. 

Noise +0.2%  of  Full  Scale 

Linearity +1%  of  Full  Scale 

Minimum  Detectable  Sensitivity 1  ppm 

Sampling  Rate 700  cc/min. 

Ambient  Temperature  Range 0°  to  40°C  (32°  to  104°F) 

Temperature  Compensation Built  in  thermistor  compensation. 

Relative  Humidity  Range 5%  to  95%  RH 

Readout Panel  Meter  0-100  ppm  CO,  100 

divisons  full  scale,  mirrored  * 
Recorder  output  0-1V  (Recorder 

Optional) . 

Electronics All  solid  state  on  printed  circuit 

boards . 

Calibration , Once  a  day  with  known  standard  of  CO. 

Sensor  Life Four  (4)  months  in  use. 

Power Electronics:   Four  (4)  Nicad  "C"  cells 

Pump:   One  (1)  Nicad  "D"  cell. 
Batteries  automatically  recharged 
from  120VAC,  60Hz  power  source. 

Interference  Equivalent ^1.0  ppm  on  the  following. 

CH4 10,000  ppm      NO 2 12  ppm  ■ 

NH3 1,000   ""       C3H8 5 

S02 500   "        NO 1.5   " 

H2.. 48   "        C2H4 0.5   " 

H2S 30   "    /   C2H2 0.3   " 

-137- 


-138- 


:.>  •.  c  :  Lafayette  Place 

April  1978  Attachment  D#2 

SITS   DSSCiUTTIC?*    DATA 


i 


-) 


Agency:   Boston  Redevelopment  Authority 

#1:  Washington  k  Bedford  Streets 
Site  Address/Location:    #2:   Bedford  k  Chauncy  Streets 


3.  Site  Operator    (Naae)  :    Parsons  Brinckerhoff.  Quade  &  Phone:    (617)  h2 6-7 330 

Douglas,  Inc. 

4.  site   Classification    (Activities  within  1/4   nils)  : 

a.      Rural     O  . 

b-  '  Residential,  High  Density  Q  ,  Low  Density  Q  •   . 

c.   Ccrmerciai  (X)  •  . 

d .-   Industrial,  High  Pollution  Potential  Q  ,  Low  Pollution  Potential  Q 

c.      Resaarks: 

Monitoring  site  is  location  of  proposed  commercial/hotel/of fice  - 
development  in  downtown  Boston. 


local   Enviroraaant:  Tvoe   £   Sine        Proximity  Orientation 


Population  Centers  : 

Site  located  in  center  of  central  ouginese  district  of  the  "City 
of  Boston*  nearest  resiuentiax  areas  are  Beacun  d±±x  to  we  west 
(population  9250),  North  £nd/«atenront  to  the  northeast  (popula- 
tion 16,550;,  anc  Chinatown/boutn  Cove  to  the  south  (population 
2800;. 


b.  Major   Traffic   >_rteries: 

Washington  Street  t adjacent  to  site,  NW)  ADT 

Treraont  Street  (500  feet  distaut,  NW)  ■  ADT 

Central  Artery  (3P0  feet  uistaut,  S)  ADT 

Essex  Street  (1*00  feet  distant,  S)  ADT 

Summer  Street  (300  reet  distant,  N  -ADT 

c.  local    Pollution    Sources  : 


10,900 

18,700 

12i0,ii00 

7,750 

$,5oo 


Genicular  traffic,   surrounding  site 

Building  heating  and  mechanical  systems,   surrounding  site 


d.       R^drks  : 

Site  currently  is  used  for  cpen  parkiag 
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m9r   >itoring  Equipment:   Ho  Q  ^  © 


-7   v^tscrolo^, 

3.  General  Equipment  Exposure: 

in  -  *  12  Height  -  13  *  ««* 

a.  Ground  Floor  E  Height  -  5  fast  .       ^^ 

n  D 

b.  Intermediate  ^loor  JJ 

-,        r-i   r         ft-    .--3V  Xoof) 

c.  hoo«  (        ^.  agVksm  Q  (    ft.  av  »«..  D  C    . 

and  south* 
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Location  of  CO  Probes  and  Meteorological  Equipment 
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Attachment  D„3 


Douglas  M.   Costle,   Administrator 
Environmental  Protecton  Agency 
401  M  Street,   S.W. 
Washington,  D.C.   20460 

ATTENTION:     AIR  QUALITY  TECHNICAL  ASSISTANCE 
DEMONSTRATION  PROGRAM 

Dear  Mr.   Costle: 

I  was  very  pleased  to  receive  your  letter  announcing  the  Air  Quality 
Technical  Assistance  Demonstration  Program.     The  health  of  Boston's 
citizens  and  the  health  of  Boston's  economy  are  major  concerns  of  my 
administration.     Boston  has  been  working  to  reduce  the  problem  of  air 
pollution  for  several  years.     As  an  element  of  the  Boston  Transportation 
Control  Plan,  we  have  limited  the  number  of  parking  spaces  in  the 
downtown  to  the  total  available  in  1973.     A  parking  space  bank  was 
established  by  the  Boston  Air  Pollution  Control  Commission  and  has 
been  operating  successfully  for  almost  two  years.     Only  this  month  we 
opened  an  Auto  Restricted  Zone  (ARZ)  which  includes  the  core  of  our 
downtown.     In  this  area,  automobile  traffic  has  been  eliminated  or 
sharply  curtailed  while  mass  transit  routes  and  pedestrian  space  have 
been  expanded.     If  Boston  is  selected  to  participate  in  this  program, 
we  will  have  a  chance  to  continue  to  fight  for  new  jobs  for  our  many 
unemployed  residents  and  to  protect  the  health  of  all  who  live  and  work 
here. 

I  have  designated  the  Boston  Redevelopment  Authority  (BRA),  which 
serves  as  the  City's  planning  board  and  renewal  agency,   to  prepare  the 
application,   and  receive  and  administer  the  funds  if  our  efforts  are 
successful.     The  BRA's  staff  has  dealt  often  and  successfully  with  the 
diverse  problems  of  environmental  controls ,   economic  development  plan- 
ning,  transportation  planning  and  comprehensive  planning.     Moreover, 
the  agency's  joint  mandate  in  both  development  and  planning  has  brought 
it  into  frequent  contact  with  those  state  and  federal  agencies  with 
responsibilities  in  these  areas.     Under  the  laws  of  Massachusetts,  the 
BRA  is  legally  empowered  to  undertake  all  actions  required  by  the 
following  proposal. 

Although  the  BRA  will  be  the  responsible  agency,   I  have  specifically 
requested  that  it  work  closely  with  the  Boston  Air  Pollution  Control 
Commission,   Boston's  Economic  Development  Industrial  Commission,   the 
Economic  and  Employment  Policy  Administration  and  the  Office  of  Federal 
Relations.     Boston  will  make  substantial  contributions  to  the  cost  of  the 
work  described  in  this  application  including  space,   staff  services,   and 
some  computer  time. 
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BOSTON'S  PROBLEM 

A.  Economic  Development 

Boston's  great  need,  both  as  a  governmental  body  and  as  a  social 
entity,  is  a  healthy  private  economy  in  which  City  residents  have 
real  and  growing  opportunities  to  participate.     The  most  recent 
national  recession  resulted  in  the  loss  of  over  50,000  jobs  here, 
with  the  largest  losses  in  the  manufacturing  and  trade  categories. 
While  the  number  of  jobs  in  the  service  sector  has  increased,   City 
residents  have,  captured  only  one  of  every  three  of  these  new 
service  positions.     It  is,   therefore,   critical  that  the  City  maintain 
and  expand  employment  opportunities  in  manufacturing.     Yet,  it  is 
the  development  of  manufacturing  jobs  which  the  1977  Amendments 
make  most  difficult. 

To  make  matters  worse,  a  cold  climate,  high  energy  costs  and  high 
transportation  costs  combine  with  other  factors  to  force  low  and 
middle  income  families  to  cope  with  the  highest  living  costs  in  the 
contiguous  48  states. 

To  resolve  these  problems,  Boston  must  over  come  certain  formid- 
able obstacles.     It  is:     (1)  the  only  city  in  the  United  States 
which  has  no  major  revenue- raising  power  besides  the  property 
tax;   (2)  the  site  of  the  highest  proportion  of  tax-exempt  property 
of  any  major  U.S.   city;   and  (3)  the  regional  center  and  place  of 
employment  for  non-residents  who  enter  the  City  daily,  paying 
nothing  for  the  use  of  its  services,  while  outnumbering  the  resi- 
dent population  by  over  50%  --a  ratio  which  far  exceeds  that  of 
any  other  major  U.S.  central  city.     (Many  commute  by  private  auto 
which  creates  additional  pollution . ) 

B.  Air  Pollution 

Boston  is  the  hub  of  the  Metropolitan  Boston  Air  Quality  Control 
District.     Current  limited  monitoring  by  the  Commonwealth's 
Department  of  Environmental  Quality  Engineering  shows  that  air 
quality  standards  are  being  violated  for  carbon  monoxide,  photo- 
chemical oxidants  and  total  suspended  particulates.     Every  monitor- 
ing site  in  the  region  for  carbon  monoxide  exceeds  the  primary 
(health  related)  standard,  and  monitoring  sites  in  the  City  (of 
which  there  are  only  two)  exceed  the  standard  most  frequently. 
The  ozone  level  exceeds  the  standard  forty  to  fifty  percent  of 
summer  days,   with  maximum  levels  of  two  to  three  times  the 
standard. 

Current  S02  levels  barely  meet  ambient  air  quality  standards. 
Boston's  air  quality  and  potential  for  future  development  will  be 
negatively  affected  by  recent  State  legislation  which  allows  major 
utilities  to  burn  high  sulfur  fuel.     This  results  in  pollution  levels 
for  SO«  at  or  close  to  the  standard  levels,   allowing  limited  or  no 
growth  in  emissions  for  this  industrial  pollutant. 
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Since  virtually  all  of  the  pollution  produced  within  the  City  comes 
from  the  consumption  of  energy,   successful  efforts  to  conserve 
energy  used  for  transportation,  manufacturing  and  heating  will 
have  a  two-fold  effect  on  economic  development:     reduced  disparity 
in  energy  costs  for  Boston  as  compared  to  the  rest  of  the  country, 
and  less  pollution  here,   "opening  the  air"  for  economic  expansion. 

Boston  lacks  the  financial  and  technical  resources  to  evaluate  its 
development  options  in  terms  of  air  quality  limitations  or  to  partic- 
ipate adequately  in  the  formulation  of  the  State  Implementation  Plan 
(SIP).     While  the  State  must  respond  to  the  single  task  of  meeting 
air  pollution  standards  established  by  the  1977  Clean  Air  Act 
Amendments,   the  City  has  the  dual  responsibility  of  protecting  the 
health  of  its  residents  and  of  its  economy.     To  meet  both  these 
objectives,  it  will  be  necessary  to  undertake  more  detailed  analysis 
of  where  specific  pollutants  come  from,   where  they  flow,   and 
where  they  concentrate.     Only  when  this  information  is  available 
can  decisions  be  made  about  where  to  allow  or  prohibit  new  develop- 
ment,  how  to  select  and  locate  industry,   and  how  to  protect  residen- 
tial areas  from  transportation  and  industrial  emissions. 


BOSTON'S  PLAN 

Boston's  proposal  calls  for  the  establishment  of  a  coordinated  planning 
effort  to  deal  with  three  closely  related  problems:     meeting  air  quality 
standards,  promotion  of  economic  development  and  long-range  energy 
conservation . 

Preliminary  work  on  the  development  of  a  comprehensive  economic  de- 
velopment plan  has  already  been  undertaken  as  a  result  of  Boston's 
selection  as  one  of  the  trial  cities  for  the  Economic  Development 
Administration's  CEDS  (Comprehensive  Economic  Development  Strategies) 
Program.     With  technical  assistance  funding  from  EDA,  we  will  continue 
our  analysis  of  development  goals,  programs,  projects  and  incentives 
and  our  formulation  of  a  coherent  City  policy.     The  work  on  CEDS  is 
being  conducted  by  the  Boston  Redevelopment  Authority  with  the  assis- 
tance of  other  City  departments  and  agencies.     A  policy  committee  of 
high-level  City  staff,   representatives  from  the  development  and  banking 
communities  and  interested  citizens  has  been  established  to  oversee  the 
staff  work.     The  first  series  of  CEDS  reports  will  be  submitted  to  EDA 
by  the  end  of  September.     However,   considerable  effort  will  then  be 
necessary  to  incorporate  the  impacts  of  the  1977  Clean  Air  Amendments 
into  this  economic  development  planning  process. 

A  similar,   but  less  extensive  effort  has  been  underway  in  the  area  of 
long-range  energy  conservation  planning.     Boston  has  applied  to  the 
Department  of  Energy  for  funding.     While  awaiting  word  on  possible 
funding,   we  have  gone  ahead  on  several  aspects  of  energy  planning 
using  existing  staff  resources  and  City  funds. 

If  we  fail  to  confront  these  issues  jointly,   not  only  will  new  plants  be 
unable  to  open  in  Boston,  but  existing  industries  wishing  to  expand 
and  increase  their  employment  might  be  forced  to  relocate  to  other,   less 
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restricted  areas.     Since  much  of  Boston's  current  economic  growth  is  in 
"incubator  industries",  an  air  pollution  control  plan  which  does  not 
allow  for  expansion  of  those  innovative  companies  which  are  successful 
would  have  a  negative  impact  on  the  entire  City. 


PRODUCTS 

At  the  end  of  the  two-year  demonstration  period,   the  City  will  have 
developed  and  placed  in  operation  the  following  products: 

(1)  An  in-house  capability  to  project  and  assess  the  air  quality  impacts 
of  transportation  and  development  programs  and  projects.     The 
City  is  requesting  the  assistance  of  pertinent  graduate  schools  to 
assist  us  in  data  analysis  and  development  of  projections  and 
assessments.     In  addition,  we  are  requesting  the  assistance  of  the 
university  community  in  evaluating  our  own  efforts  at  the  end  of 
the  grant  period. 

(2)  Air  quality  and  traffic  monitoring  systems  capable  of  providing  the 
data  needed  to  evaluate  projects  in  terms  of  pollution  limits  ana 
economic  benefits.     Boston  will  use  a  portion  of  the  funds  available 
under  this  demonstration  program  to  establish  new  air  monitoring 
stations  in  addition  to  the  two  the  Commonwealth  maintains.     We 
will  also  attempt  to  acquire  additional  DOT  funding  for  the  acquisi- 
tion and  installation  of  the  equipment  necessary  to  provide  a 
continuous  cordon  count  of  traffic  within  the  central  area  of  Boston. 
However,   the  success  of  our  proposal  is  not  dependent  on  receipt 
of  these  additional  funds.  / 

(3)  Specific  criteria  for  use  by  the  City  in  evaluating  types  of  industries 
most  desirable  to  attract  to  Boston.     We  have  begun  formulating 
specific  economic  development  goals  under  EDA's  CEDS  program. 
Funds  from  the  Air  Quality  Technical  Assistance  Demonstration 
Program  will  be  used  to  develop  air  pollution  criteria,   specifically 
related  to  pollution  levels,  that  would  become  part  of  the  economic 
development  planning  process.     Specifically,  these  criteria  will  be 
applied  to  information  already  collected  for  the  Commonwealth  in  a 
recent  EPA-funded  study  relating  pollution  production  to  unit  of 
manufacturing  output.     The  result  will  be  a  list  of  industries  to 
which  our  marketing  efforts  will  be  directed. 

(4)  Legal  and  technical  capacity  to  acquire,  bank  and  allocate  offsets. 
Successful  State  and  City  efforts  to  reduce  air  pollution,  along 
with  natural  attrition  among  businesses,   will  result  in  creation  of  a 
certain  amount  of  offsets  that  will  enable  new  industry  to  move 
into  the  City  without  inhibiting  our  progress  toward  attainment  of 
air  quality  standards  mandated  by  the  1977  Amendments.     These 
Amendments  effectively  turn  reduction  of  air  pollution  emissions 
into  a  marketable  "good".     To  make  sure  that  transformation  takes 
place  equitably,  new  laws  and  procedures  must  be  established  to 
regulate  the  creation,  ownership,   banking  and  sale  of  offsets. 


-146- 


In  addition,   the  development  of  these  products  will  enable  the  City 
to  participate  effectively  with  regional  and  State  agencies  in  the 
design  and  quantification  of  the  State  Implementation  Plan. 

I  am  sure  that  you  will  review  this  proposal  carefully  and  give  full 
consideration  to  Boston's  needs  and  capabilities.     I  know  that  this 
demonstration  program  will  be  of  great  benefit  not  only  to  our  city,   but 
to  your  efforts  to  assist  others  in  dealing  with  the  immensely  complex 
problems  associated  with  providing  a  healthful  environment  and  a  healthy 
economy . 

Sincerely, 


Kevin  H.  White 
Mayor 
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Attachment  D.U 


Advisory  .                  ^^?^^    ^g^ 

Council  On  £f^~T  -  %u  d^J-^, 

Historic  . 

Preservation 


1522  K  Street  NW. 
Washington  D.C. 
20005 


cr 


\\ 


October  23,    1978  *— J  V  C.LJ  |-j 

ocr2t  m  0 

Honorable  Kevin  H.  White 

Mayor  of  Boston  MAYQft's  OFp,nr- 

Boston,   Massachusetts   02201  urr't£ 

Dear  Mayor  White: 

On  October  10,  1978,  we  received  your  concurrence  to  the 
condition  for  the  Washington  Street  Theatre  District,  Boston, 
Massachusetts.  A  copy  of  that  letter  is  enclosed.   As  you 
agree  to  this  condition,  the  Executive  Director  does  not 
object  to  your  determination  of  no  adverse  effect. 

You  should  include  a  copy  of  this  correspondence  in  any  envi- 
ronmental assessment  or  statement  as  evidence  of  your  compliance 
with  Section  106  of  the  National  Historic  Preservation  Act  of 
1966  (16  U.S.C.  470f,  as  amended,  90  Stat.  1320). 

Thank  you  for  your  prompt  reply. 

Sincerely, 

^  Myra  F.  Harrison 
Assistant  Director 
Office  of  Review  and  Compliance 

Enclosure 

1 


a 
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Advisory  Council  on 
Historic  Preservation 
1522  K  Street  N.W. 
Washington.  D.C.  20005' 


September  22,  1978 


Honorable  Kevin  H.  White 
Boston  City  Hall 
One  City  Hall  Square 
Boston,  Massachusetts  02201 

Dear  Mayor  White: 

i~*.+~~   «f  Tuiv  17   1978   and  your  Draft  Environmental 
u-  v,avp  received  your  letter  or  July  i/ ,  i?/o,  <*"«•  yw.*. 
We  nave  receiveu  y»  roneernine  the  city  of  Boston's  proposed 

^^"^^.foS^t'prl  7.8.J.eSe.^B5-.^h».Lt.  a  project  *.,  may 

be  assisted  by  an  Urban  Development  Action  Grant  from  the  U.S.  Department 

of  Housinfand  Urban  Development.  That  documentation  supports  your  deter- 

of  Housing  ana  ur  °        Kp.    Development  Project  will  have  no  adverse  effect 

rthe°Sa  htng  on  Street  Theatre  D^trict,  a  property  that  has  been  determined 

to  be  eligible  for  inclusion  in  the  National  Register  of  Historic  Places. 

The  Executive  Director  will  not  object  to  your  determination  of  no  adverse 
effect  if  the  following  condition  is  met: 

Prior  to  commencing  construction  the  city  of  Boston  will  submit  the 
final  plans  and  specifications  for  the  project  to  the  Massachusetts 
State  Historic  Preservation  Officer  for  review  and  *£""•  "• 
after  review  the  State  Historic  Preservation  Officer  is  of  the 
opinion  the  undertaking  will  have  an  adverse  effect  on  ^Washington 
Street  Theatre  District,  the  City  will  request  the  comments  of  the 
Council  in  accordance  with  Section  800.4(e)  of  the  Council's  Procedures. 

If  you  agree  to  this  condition,  please  sign  on  ^"^f^*"™ *!£" 
^/return  this  letter  to  us.   Upon  receiptee  will  •*">£«£"a££if e 
Executive  Director  does  not  object  to  your  determination  of  no  adverse 
Executive  uire     -,,isfY  your  responsibility  pursuant  to  Section  106 
of  cne'NaSonal  His  oric  Preservation  Act  of  1966  (16  U.S.C.  470f  as  amended, 
90   Stat   1320)  and  the  Council's  "Procedures  for  the  Protection  of  Historic 
and  Cultural  Properties"  (36  CFR  Part  800). 


Thank  you  for  your  cooperation. 


Assistant  Director 

Office  of  Review  and  Compliance 
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Attachment  D«5 


PRELIMINARY  ASSESSMENT  OF 
WIND  EFFECTS  AT  THE  LAFAYETTE  PLACE  PROJECT, 
BOSTON,  MASSACHUSETTS 


R.  E.  Hayden 

Bolt  Beranek  and  Newman,  Inc. 

Cambridge,  MA  02138 


October  1978 


Submitted  to: 

Boston  Redevelopment  Authority 
1  City  Hall 
Boston,  MA   02108 

Attn:   Mr.  Richard  B.  Mertens 

Environmental  Review  Officer 
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PRELIMINARY  ASSESSMENT  OF 

WIND  EFFECTS  AT  THE  LAFAYETTE  PLACE  PROJECT 

This  report  describes  the  results  of  a  preliminary  study  of 
the  existing  plans  for  the  Lafayette  Place  Project  in  Boston  to 
ascertain  the  possibility  of  adverse  wind  effects  in  and  around 
the  project.   As  the  design  process  is  an  evolutionary  one,  and 
since  precise  indications  of  wind  problems  cannot  be  made  quanti- 
tatively without  the  aide  of  wind  tunnel  studies,  the  findings  of 
this  preliminary  study  should  be  viewed  at  providing  guidance 
toward  -he  future  phases  of  design  development  of  the  project. 
The  first  part  cf  -his  report  describes  wind  effects  in  general 
and  the  currently  used  criteria  for  pedestrian  level  winds. 

Wind  impact  at  this  project  or  any  project  can  generally  be 
separated  into  three  areas  cf  interest: 

(1)  pedestrian  level  wind  effects 

(2)  air  quality  impact  (such  as  arising 
from  emissions  from  the  parking 
garage} 

(3)  structural  loading  effects  on  the 
project  elements  and  on  nearby 
structures 

The  net  effect  cf  these  three  factors  cannct  be  fully  quanti- 
fied until  the  project  design  has  been  completed.   The  purpose  of 
-.-.is  study  is  to  provide  early  warning  cf  pcssible  adverse  wind 
impacts  at  an  early  enough  stage  to  guide  further  design  develop- 
ment and  possible  wind  tunnel  testing.   The  second  phase  will  be 
undertaken  wr.s*    one  final  design  concept  has  been  completed  and 
a  wind  tunnel  test  pre gram  can  be  conducted. 
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GENERAL  DISCUSSION  OF  PEDESTRIAN  LEVEL  WIND  EFFECTS 

A  major  contribution  to  the  wind  problems  encountered  by 
pedestrians  near  tall  buildings  arises  from  the  way  the  -all  build- 
ing deflects  or  "pulls  down"  faster  speed  winds  from  a  greater 
height.   It  is  this  interaction  between  a  building  and  the  wind 
velocity  profile  in  the  earth's  boundary  layer  that  is  primarily 
responsible  for  many  of  the  pedestrian  level  wind  problems  asso- 
ciated with  "tall"  buildings.   Appendix  A  to  this  report,  entitled 
"Wind  &  Tall  Buildings" ,  illustrates  some  of  the  basic  air  flow 
patterns  involved  near  tall  buildings.   In  particular,  one  should 
note  the  areas  of  high  speed  around  corners  of  tall  buildings, 
and  between  high  and  low  rise  buildings  where  wind  can  reach 
speeds  of  twice  that  in  open  areas  at  equivalent  heights  above 
the  ground. 

The  degree  to  which  wind  degrades  the  value  of  a  given  loca- 
tion is  not  simply  a  function  of  wind  speed.   The  impact  depends 
upon  temperature  and  precipitation  conditions  as  well  as  the 
type  of  activity  intended  for  the  area.   For  example,  a  sheltered 
sitting,  dining,  reading  or  meeting  area  would  be  severely  de- 
graded by  winds  which  may  be  quite  tolerable  en  a  street. 

A  recent  National  Science  Foundation  (NSF) -sponsored  study 
has  suggested  guideline  standards  for  acceptable  levels  of  wind 
activity  for  various  site  usages,  e.g.  pedestrian  egress  paths 
near  high-rise  buildings,  street  and  arcade  shopping  areas,  cpen 


Ref.  1.   "Pedestrians  and  wind  in  the  urban  Environment",  E.  Zz'r.er. , 
T.I.  McLaren  et  al,  University  cf  Massachuse  —  s  Dffi/R-77/13 
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parks  and  plazas  etc.   The  suggested  standards  are  reproduced 

t  \ 

below:  . 

TABLE  1 

Pedestrian  Safety/Comfort  Standards  for  Urban  Winds 

Suggested  Standards 

One-Hour-Average     Permitted  Occur- 
Activity  Area  Wind  Speed       rence  Freguency 

All  pedestrian  areas--  20  mph  n  ,y 

limit  for  safety  (9.1  m/sec)  U*1:& 

Major  walkways,  especially 

principal  egress  path  20  mph  n   „ 

for  high-rise  buildings       (9.1  m/sec)  .  u*1% 


Other  pedestrian  walkways, 

including  street  and  "  14  mph 

arcade  shopping  areas  (6.4  m/sec) 

Open  plazas  and  park  areas, 

walking,  strolling  activi-  8  mph 

ties  (3.6  m/sec) 

Open  plaza  and  park  sitting  5  mph 

areas,  open-air  restaurants  (2.3  m/sec) 


5% 

15% 
20% 


This  table  indicates  that  for  personnel  safety,  pedestrians 
should  not  be  exposed  to  areas  where  the  1-hour  average  wind 
speeds  exceed  20  mph  on  more  than  0.1%  of  the  time  i.e.  on  more 
than  about  one  half  day  per  year. 

For  street  and  arcade  shopping  areas  it  is  recommended  that 
one-hour  average  wind  speeds  should  not  exceed  14  mph  more  than 
5%  of  the  time,  or  about  11/2  days  per  month. 

For  open-air  plazas,  designed  for  sitting  or  outside  dining, 
it  is  recommended  that  the  one-hour  average  wind  speed  should  not 
exceed  5  mph  on  more  than  20%  of  the  time,  or  approximately  six 

days  oer  month. 
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These  guideline  standards  may  be  given  some  perspective  by 
comparing  the  naturally  occurring  wind  speeds  at  Logan  Airport. 
Figure  1  shows  the  wind  rose  for  annually-averaged  wind  speeds 
at  Logan  Airport,  and  the  occurrence  frequencies  are  broken  down 
by  wind  speed  and  direction.   It  is  seen  that  the  most  frequent 
winds  are  from  the  northwest  and  southwest  quadrants. 

The  Logan  wind  data  is  measured  at  a  very  exposed  location 
close  to  the  water,  and  is  at  a  height  of  10  meters  (33  feet) 
above  ground.   This  may  be  translated  into  equivalent  pedestrian 
height  wind  speed  occurrences  as  presented  in  Table  2  (%  figures 
have  been  rounded  off) . 


TABLE  2 


Wind  Speed  at 
Pedestrian  Heights 

Over  20  mph 

Over  14  mph 

Over  8  mph 

Over  5  mph 


Occurrence  Frequency 
at  Logan  Airport 

2% 
15% 
47% 
7  8% 


Clearly  the  naturally-occurring  wind  conditions  at  an  exposed 
location  at  Logan  Airport  far  exceed  the  standards  suggested  in 
Table  1.   A  primary  role  of  the  city,  and  of  the  Lafayette  Place 
project,  is  thus  to  provide  a  protective  environment  for  its 
pedestrian  population.   When  this  role  is  not  fulfilled,  as  in 
past  instances  in  many  major  cities  including  Boston,  Chicago, 
San  Francisco,  etc.  the  result  can  be  uncomfortable  or  dangerous 
wind  speeds  at  pedestrian  locations.   However,  with  proper  inves- 
tigatory procedures,  the  pedestrian  can  be  protected  from  an  ad- 
verse wind  environment. 
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Directions  are  those  from  which  the 
wind  blows.   The  sequence  of  numbers 
associated  with  a  particular  wind 
direction  indicates  the  percent  fre- 
quency of  wind  speeds  in  these  ranges, 
0-7,  8-12,  13-18,  19-24  and  over  25  mph 


FIGURE  1.  ANNUAL  WINDROSE  FOR 
(LOGAN  AIRPORT;  TEN 
VAL  1951-1960) 


BOSTON,  MA 
YEAR  INTER' 


The  NSF  study  (which  consisted  of  an  extensive  series  of 
measurements  and  pedestrian  interviews  in  Boston's  downtown  area) 
pointed  out  that  the  characteristic  gustiness  of  winds  near  high- 
rise  buildings  could  generate  gust  speeds  of  more  than  three  times 
the  average  pedestrian  wind  speed  near  the  building.   Hence,  a 
1-hour  average  20  mph  wind  speed  at  street  level  implies  occa- 
sional gusts  over  60  mph,  which  can  definitely  be  hazardous  to 
pedestrian  balance  and  safety.   In  a  commercially-oriented  project 
such  as  Lafayette  Place,  economic  factors  associated  with  exces- 
sive winds  (e.g.,  at  one  test  site  used  in  the  NSF  study  a  signi- 
ficant reduction  was  noted  in  the  number  of  retail  cash-register 
transactions  on  "windy"  days.) 
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COMMENTS  ON  LIKELY  WIND  IMPACTS  ASSOCIATED  WITH  PRELIMINARY  DESIGN 
CONCEPT  PRESENTED  FOR  LAFAYETTE  PLACE 

1.   General  Arrangement  of  Project: 

The  general  arrangement  of  a  project  and  its  surrounding 
buildings  can  have  significant  effects  on  the  potential  for  wind 
problems  and  for  alleviation  of  wind  related  problems  by  minor 
design  changes.   As  shown  in  Appendix  A,  certain  combinations  of 
building  height  and  spacing  induce  substantial  acceleration  of 
the  flow  near  the  ground.   In  the  particular  case  of  Lafayette 
Place,  the  general  arrangement  seems  quite  favorable  for  minimizing 
wind  impact  once  the  directions  of  prevailing  winds  are  considered; 
that  is,  no  large-scale  rearrangement  of  the  project  would  be 
recommended.   However,  whenever  a  high-rise  tower 
is  located  adjacent  to  intensively  used  pedestrian  area,  experi- 
ence shows  that  there  are  always  some  pedestrian  level  wind  prob- 
lems and  therefore,  the  specifics  should  be  examined  in  more 
detail  once  the  total  design  concept  is  finalized.   Some  specific 
comments  are  provided  below  on  the  areas  of  likely  wind  impact. 


2.   Specific  Comments: 

Wind  impacts  can  be  subdivided  into: 

(1)  pedestrian  level  wind  effects 

(2)  structural  loads 

(3)  pollutant  dispersion 

The  majority  of  this  discussion  pertains  to  the  first  two 
areas.   Figure  1  in  the  previous  section  indicated  that  for 
3oston,  on  an  annual  average  basis,  the  predominant  wind  directions 
are  from  the  northwest,  southwest,  and  from  the  east.   Thus,  we 
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will  discuss  and  illustrate  the  envisioned  wind  effects  associ- 
ated with  these  predominant  wind  directions. 

Northwest    Winds: 

Figure  2  shows  a  plan  view  of  the  project  with  northwest 
winds  sketched  in.   It  is  anticipated  that  some  increase  in  winds 
along  Washington  Street  will  be  produced  by  winds  blowing  from 
this  direction  and  from  the  general  direction  of  the  west  as  well. 
Since  this  is  a  main  entrance  area  for  the  retail  complex  and 
store  fronts  the  possibility  of  protection  of  this  area  by  para- 
pits  should  be  considered  and  examined  in  a  future  wind  tunnel 
study.   A  likely  area  of  high  winds  is  the  corner  of  Washington 
Street  and  the  new  street.   The  wind  around  the  tower  will  be 
accelerated  at  the  immediate  base  of  the  tower,  especially  at  the 
corners.   This  will  only  affect  those  pedestrian  areas  at  the 
elevated  levels  particularly  in  the  pool  area  and  other  walking 
areas  around  the  base  of  the  building  (on  the  elevated  levels.) 
The  wind  along  Chauncey  Street  will  be  very  calm  for  this  wind, 
direction.   Winds  within  the  mall  area  will  be  gusty  due  to  the 
separated  flow  of  the  elevated  structures  and  back  flow  induced 
by  the  tower.   However,  it  is  impossible  to  quantify  the  magni- 
tude of  these  gusts  without  wind  tunnel  measurements  on  a  scale 
model.   The  gusts  may  affect  the  structural  loading  of  the  cano- 
pies for  the  partially -covered  pedestrian  areas.   It  is  envisioned 
that  suitable  solutions  can  be  developed  for  all  these  problems 
if  they  are  quantified  by  a  wind  tunnel  test  to  be  in  excess  of 
criteria  for  acceptable  levels. 
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FIGURE  2.   IMPACTS  OF  NW  WINDS  ON  PROJECT  &  SURROUNDINGS 
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Southwest    Winds: 

Southwest  winds  (Figure  3)  will  produce  generally  similar 
effects  to  those  from  the  northwest,  although  the  direction  of 
the  street  level  winds  will  be  different.   Along  Washington 
Street  some  increase  in  wind  speed  may  be  experienced  at  pedes- 
train  level.   Substantial  increases  in  wind  speeds  are  likely 
along  the  new  street  particularly  in  the  area  of  the  garage 
entrance.   Removal  of  the  Hayward  Place  garage  may  slightly  miti- 
gate this  problem,  although  the  magnitude  of  the  alleviation 
produced  by  removal  of  the  old  garage  cannot  be  quantified  at 
this  time.   Again,  gustiness  will  be  experienced  in  the  open  mall 
area,  the  magnitude  of  which  cannot  be  presently  quantified. 
Fairly  substantial  winds  will  be  experienced  along  the  base  of 
the  tower  in  the  elevated  portion  of  the  development.   The  pool 
area  will  be  particularly  windy  when  winds  blow  from  this  direction 
Again,  Chauncey  Street  will  remain  calm  except  at  the  corner  of 
the  new  street  where  some  minor  increases  in  speed  may  be  experi- 
enced.  Pollution  dispersion  from  the  garage  should  be  enhanced 
due  to  the  turbulence  behind  the  tower  inducing  substantial  mix- 
ing near  ground  level. 

Easterly    Winds: 

Easterly  winds  (Figure  4)  should  cause  increases  in 
wind  speed  along  the  general  area  of  Chauncey  Street  and  the  new 
street.   This  will  be  due  to  the  combined  effects  of  the  tower 
and  the  slight  increase  in  building  height  of  the  overall  project 
above  existing  levels.   Washington  Street  and  the  new  street  will 
be  quite  calm  during  easterly  winds.   Again,  substantial  gustiness 
is  likely  in  the  vicinity  of  the  enclosed  to  partially -enclosed 
shopping  arcade.   Strong  winds  again  will  occur  in  the  area  of 
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FIGURE  3.   IMPACT  OF  SW  WINDS  ON  PROJECT  &  SURROUNDINGS 
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FIGURE  4.   IMPACT  OF  EASTERLY  WINDS  ON  PROJECT  SURROUNDINGS 
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the  elevated  pool,  especially  at  the  corner  of  the  new  building 
and  the  corner  of  the  Jordan  building  and  the  pool  area.   Mitiga- 
tion measures  for  these  adverse  wind  effects  should  be  fairly 
straightforward  once  the  magnitude  of  the  increases  have  been 
quantified.   These  can  include  a  minor  step-in  or  parapit  at  the 
intersection  of  the  high-rise  portion  of  the  development  and  the 
low-rise  area,  wind  fences  around  the  pool,  or  small  canopies 
near  pedestrian  level. 
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SUMMARY  OF  WIND  IMPACTS/PEDESTRIAN  COMFORT 

Pedestrian  discomfort  may  be  expected  along  Washington  Street 
and  possibly  within  the  enclosed  arcade  area  during  the  most 
chilling  portions  of  the  year  (in  which  northwest  winds  are  the  pre- 
dominant directions).  Due  to  the  unusual  configuration  presented 
by  the  high-rise  and  the  partially  open  mall  area,  the  extent  of 
the  winds  within  the  mall  must  be  quantified  by  a  wind  tunnel 
test.   It  would  appear  that  rather  straightforward  mitigation 
measures  for  pedestrian  discomfort  problems  will  be  possible. 
During  easterly  winds  substantial  pedestrian  problems  may  exist 
along  Chauncey  Street,  but  again,  rather  straightforward  mitigation 
measures  are  envisioned.   The  general  area  around  the  high-rise  is 
likely  to  be  an  area  of  general  pedestrian  discomfort,  particu- 
larly in  the  area  of  the  pool.   This  occurs  because  of  the  combi- 
nation of  the  high-rise  with  the  low-rise  structures  around  it 
and  the  fact  that  the  elevated  pedestrian  area  is  already  exposed 
to  relatively  high  speed  winds.   Some  effort  will  be  required  to 
develop  suitable  wind  mitigation  measures  for  this  elevated  area. 
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STRUCTURAL  LOADING 

Structural  load  on  the  cladding  of  the  high-rise  and  on  the 
new  structure  over  the  mall  may  present  soma  problems.   However, 
the  solution  to  these  problems  are  straightforward  once  the  mag- 
nitude of  the  wind-induced  pressures  has  been  determined.   It  is 
customary  to  address  the  structural  loading  problems  once  the 
design  configuration  has  been  finalized  addressing  functional  and 
pedestrian  wind  effects.   The  gustiness  in  the  mall  area  may 
present  some  substantial  fluctuating  loads  on  the  roof  over  the 
mall  area.   These  loads  can  be  readily  quantified  in  a  suit- 
ably modelled  wind  tunnel  test.   Likewise,  the  wind  pressures  on 
the  cladding  of  the  high-rise  tower  can  be  measured  at  the  same 
time.   Once  these  measurements  have  been  made  a  straightforward 
check  on  the  integrity  of  the  proposed  structure  can  be  made  and 
necessary  modifications  carried  out  if  required. 
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WIND  TUNNEL  STUDIES 

A  wind  tunnel  test  is  recommended  for  the  Lafayette  Place 
Project  to  quantify  the  wind  speeds  at  key  pedestrian  locations 
and  to  test  the  effectiveness  of  proposed  solutions  to  those  problems 
which  are  found  to  be  well  in  excess  of  criteria  applicable  to 
the  functions  envisioned  for  various  parts  of  the  project.   The 
general  high  wind  environment  in  Boston ,  the  lack  of  precision 
associated  with  "paper  studies"  of  unusually-configured  buildings 
and  structures,  and  recent  experience  with  projects  of  similar 
scale  and  similar  envisioned  usage  all  dictate  that  such  a  step 
be  taken. 

Other  studies  of  wind  conditions  in  Boston  (Refs.  2  &  3) 
have  used  wind  tunnel  models  to  measure  and  predict  pedestrian 
level  wind  conditions  at  various  locations  around  the  respective 
projects.   The  wind  tunnel  study  performed  on  the  60  State  Street 
site  examined  the  possibility  of  adverse  wind  impact  on  the  then- 
to-be  developed  Quincy  market  area  as  a  consequence  of  the  new 
high-rise  building.   The  study  indicated  that  no  adverse  wind 
conditions  would  occur  in  the  market  area,  and  the  market's 
present  day  success  speaks  to  the  accuracy  of  that  prediction. 

On  the  other  hand,  there  are  a  number  of  locations  in  down- 
town Boston  where  wind  activity  levels  near  high-rise  buildings 
are  in  excess  of  the  (recently  established)  standards  suggested 
in  Table  1.   At  two  of  these  locations,  there  have  been  a  number 
of  instances  in  the  past  few  years  where  pedestrians  have  been 
blown  over. 


Ref.  2.   A  Study  of  Pedestrian  Level  Wind  Effects  near  6  0  State 

Street,  Boston,  MA,  by  T.I.  McLaren.   Submitted  to  Cabot 
Cabot  &  Forbes  Co.,  June  197  3. 

Ref.  3.   Pedestrian  Wind  Effects  at  the  Park  Plaza  Project,  3oston 
MA,  by  T.I.  McLaren.   Submitted  to  Boston  Redevelopment 
Authority,  19  75. 
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A  wind  tunnel  test  of  the  Lafayette  Place  Project  should 
consist  of  three  sequential  steps: 

(1)  Quantifications  of  pedestrian-level  wind 
problems  inside  and  outside  the  project, 
and  modelling  of  architecturally-accept- 
able modifications  to  the  structures  which 
lead  to  acceptable  pedestrian-level  winds . 

(2)  Modelling  of  air  quality  impact  of  the 
parking  garage  in  the  modified  wind  en- 
vironment produced  by  the  project.   Once 
key  sources  of  carbon  monoxide  (CO)  and 
total  hydrocarbons  (THC)  have  been  identi- 
fied, wind  tunnel  modelling  of  the  pollu- 
tant dispersion  can  be  carried  out  using 
the  same  model  as  used  for  the  pedestrian 
with  effects  study.   This  data  can  be  com- 
bined with  measurements  of  existing  pollu- 
tion levels  at  the  site4  to  produce  a  quanti- 
tative assessment  of  the  impact  of  the  new 
project  on  local  air  quality. 

(3)  Measurement  of  structural  loads  on  the 
high-rise  cladding  and  mall  roof,  using 
the  model  which  incorporates  all  modifi- 
cations introduced  to  alleviate  pedes- 
trian wind  problems. 


Ref.  4.   Chng,  K.M.  et  al.   "Air  Quality  Impact  Analysis  of  the 
Proposed  Lafayette  Place  Parking  Garage",  BBN  Report 
#3842,  prepared  for  the  Boston  Redevelopment  Authority, 
June,  197  8. 
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APPENDIX  A 


WIND  AND  TALL  BUILDINGS 


ILLUSTRATION  OF  COMMON  EFFECTS 


Bolt  Beranek  and  Newman  Inc 
50  Moulton  Street 
Cambridae,  MA   02138 
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WIND  AND  TALL  BUILDINGS: 
ILLUSTRATION  OF  COMMON  EFFECTS 

The  following  series  of  figures  illustrates  some  fundamental 
phenomena  associated  with  wind  interaction  with  tall  buildings. 
These  figures  have  been  derived  from  wind  tunnel  tests  in  which 
the  naturally  occurring  atmospheric  boundary  layer  of  the  earth 
was  properly  simulated  (see  Figure  1(a),  for  example).   Thus,  the 
trends  predicted  by  these  illustrations  provide  guidance  in  iden- 
tifying areas  of  potential  high  winds  in  planned  (or  existing) 
developments.   However,  one  seldom  finds  situations  in  realistic 
urban  environments  as  simple  as  those  modelled  in  the  wind  tunnel 
for  the  purpose  of  illustrating  these  general  effects .   There- 
fore, one  may  find  interaction  of  several  of  these  simple  flow 
phenomena,  leading  to  significantly  altered  flow  patterns  and, 
often,  to  higher  local  wind  speeds  near  the  ground. 
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flnn 


Figure  1  (a) 


The  natural  wind  velocity  profile.  Topographical  features 
such  as  buildings,  trees,  hills,  etc.  affect  the  shape  of 
the  velocity  profile. 
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Figure  1   (b)     Typical  air  flow  pattern  in  front  of  wide  building 
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AREAS  OF 
INCREASED  SPEED;. 


•    •    -     -1".    JW..«K.f.V.V>* 


FLOW  PATTERNS  BETWEEN  HIGH  AND 
LOW-RISE  BUILDINGS 


BUILDINGS  WITH  OPEN  PASSAGEWAY 


FIGURE    2(a)       EFFECTS    OF    HIGH    AND    LOW    RISE 
STRUCTURES    IN    CLOSE    PROXIMITY 


21 
-173- 


*gft  $fcS£&g& 


u 


5 
2 

o 

2 

Z 

5 


^ 

J-> 

0« 

2 

en  a 

-  J= 

5.      5 

O 

♦—  UJ 

J=    3> 

'  » 

1 

(/> 

l              UJ  *- 

■M  •»- 

K 

to 

SIL 

u_          cj 

*  =   ->l= 

1    o 

—  UJ 

O  id 

■ 

o 

o- 

OCX 

A 

1    «    | 

UJ  —J 

aj 

i     •     | 

a 

2 

tg  c_ 

z    -   — 

/     : 

—  2   C 

i 

g§ 

5 

O  — 

—  —    -_ 

^ 

5 

Z  '-O 

fO    CD  f— 

\ 

1 

5 

<  2 

-I  < 

Z 

•-* 

Ui)  a 

\ 

**• 

UJ  — 

— 
— 

— 

UJ 

■ 

a  a: 

JO 

>^-» 

\ 

V 

CJ    CJ  •»-    VI 

—  _ 

JZ    U    3    3) 

>^ 

-  r- 

i     it 

c 

1*"  o 

«/)    V)          ^ 

< 

M 

*^-           —  r^ 

9 

Ar 

UJ 

o- 

CO    <C  t- 

A/  "a 

3 

T3  JT           3 

s 

m 

>  -i->  +J  ^ 

1--! 

^^          iO 

2 

_    — 

(O    c          >> 

5 

3 
33 

UJ> 

>  t-  ^->   c 

a     a 

■ 

—  UJ 
U__J 

_M-e   -Jl-e 

-U-e 

Is 

2  uj 

UJ 

-__:  —  _ 

1 

CU 

z 

3     3     0 

■T    r- 

- 

5  5 

1 

uj  >- 

>~ 

z       +->  -3 

L 

J 

EJuj 

<  a 

u.  2 

l 

1 —  h~         (9    in   as 

<  vi  >-  -i-    C)  5 

\ 

! 

^» 

C  2 

*-LU 

=£    -    3    3. 

' 

. 

.    |-_. .. 

- 

5 

O  2 

1— UJ 

1—  -U  1-    3 

\ 

V 

L. 

UJ   co  "3 

V 

\ 

—  < 

zo.  s:  a  <—  f— 

V  \ 

—  c 

"-hi 

< 

3£ 

O  -O  •*-  (— 

^ 

uj  aj   3  co 

^^Vl 

UJ 

cro  o  a.ja   2 

*l^ 

a 

1 

o 

UJ 

a. 

< 

VI 

0 

A 

2 
< 

UJ 

1 

J3 
CM 
UJ 

O 

r,   b 

a 

U. 

m 

i    -      \ 

si 

XJ 

u 

■ 

I'' 

^  ~ 

■H    / 

5«j 

—  21 

/="/  .... 

i     x  51 

-i 

<   5 

. 

-'. 

;: 

—     •_ 

»         • 

«S 

"  U 

\           S: 

'      -   *  l 

_   — 

3  - 

—  2 

1                   *  »» 

U  =C 

r  ■     h 

o 

-  3 

°» 

LL. 

u. 

°A 

a 

k 

UJ 

22 

-174- 


Figure  3(a)  The  picture  shows  a  rectangular  block  model 
(Height:Width  =  0.7)  in  the  BBN  wind  tunnel. 
The  air  flow  is  from  right  to  left,  the  white 
streaks  show  the  paths  of  the  helium  filled 
soap  bubbles  which  follow  the  air  flow.  Note 
how  the  air  is  deflected  downward  in  front  of 
the  building  from  a  point  (in  this  case) 
about  one-half  the  building  height.  It  forms 
a  standing  vortex  pattern  in  front  of  the 
building  which  is  characterized  by  a  rela- 
tively high  speed  circulating  air  flow. 
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Figure  3  (b)  A  smaller  building  has  been  added  upwind  of  the  building 
modeled  in  Figure  3  (a).  Note  how  the  vortex  is  trapped 
in  the  region  between  the  buildings,  aggravating  the 
problem  illustrated  in  Figure  3  (a). 
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Figure  3(c)  The  building  model  is  here  elevated  on  two  side 
pillars.  The  vortex  has  been  removed  from  in 
front  of  the  building,  but  the  underpass  can 
now  act  as  a  natural  wind  tunnel  with  an 
acceleration  factor  up  to  three. 
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Figure  3   (d)     Shows  how  a  properly  dimensioned  canopy  can  provide  shelter 
for  pedestrians  close  tc  the  base  of  a  building. 
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Figure  3   (e)     Shows  how  the  location  of  a  building  on  a  podium  can  allow 
pedestrian  activity  at  street  level   to  be  unaffected  by  the 
downward  wind  flow  caused  by  the  building.     However,    wind 
speeds    on    the    podium   are    increased. 
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Attachment  D.6 


CIRCULATION  ANALYSIS  FOR  LAFAYETTE  PUCE 


4. 

ANALYSIS  OF  ALTERNATIVE  CIRCULATION  PLANS 


In  order  :o  identify  the  best  circulation  scheme,  a  number  of  aitamativg  plans  were 
examined,  with  physical  feasibility  usea  as  a  Pass's  for  saiecting  tha  -nest  efficient  system. 
Each  plan  was  thoroughly  rested  for  traffic,  arcnitecturai.  anG  functional  imciicatiens 
jointly  witn  the  planning  :eam.  In  general,  3il  of  tie  alternatives  meet  rs  traffic 
requirements  of  the  project  anq  cantrai  Soston,  seme  to  a  greater  cegrae  tr.an  auras. 


In  a3ch  alternative,  the  following  factors  remained  constant: 


1.  Chaunc/  Scrasr  would  ramain  as  a  zouTfioound  routs:  It  has  been  assumec  that  Chaunc/ 
Street  wouid  continue  as  a  southbound  street  curing  tha  initial  and  long-range  !irs  cf  :ne 
project  or  until  an  aocrcpriata  connection  couid  be  prcvidec  cetween  Arch  Street  anc 
Washington  Street  at  the  r.cm  end  of  the  central  retail  area.  However,  as  a  cart  cf  Tie 
project  planning  process,  it  was  assumec  :nat  at  some  point  in  time,  the  ciracticn  of 
Chaunc/  Street  would  be  reversao  to  the  northbound  direction.  The  soutr.oouno 
operation   cf  Chaunc/   Street  would  fit  well  with  the  initial   imciemantaticn  of  tha 

.  Lafaverta  P'aca  project  prior  to  trie  redevelccment  of  trie  .-emaincer  cf  the  ccwhtewn, 
sines  it  provides  circulation  immediately  around  the  creiect  site.  Cn  a  :onc-renge  Oasis,  as 
mere  of  the  cewntown  is  refurbisnec,  tne  "crthccunc  ceeraticn  cf  Chaunc/  Street 
would  bee;  ne  more  accaotacie  and  provide  a  circulation  system  arcuno  the  tote:  ansa. 

2.  Washington  Scrsar  northbound  paired  \-tixn  Chaunc/  Scrast:  A  companion  assumotion  to 

the  southbound  coaration  of  Chaunc/  Street  is  that  Washington  Street  would  "amain 
open  with  its  totai  capacity  used  as  a  northbound  street. 

3.  A  Two-way  Summsr  Seres?:  It  has  been  assumed  that  it  will  be  possible  to  reverse  cne 
lane  of  Summer  Street  to  the  eastpcunb  cirectien  to  allow  circulation  around  tr.e  blocks 
immediately  acjacant  to  the  procerty.  This  is  compatible  with  the  width  of  Summer 
Street.  Some  cr  the  auto  droc-off  activities  that  occur  cn  this  underutilized  section  cf  the 
street  C3n  be  diminished  after  the  new  Lafayette  Place  project  is  deveicoed. 

4.  A  Two-way  zssax  Scrasr:  As  a  part  of  the  new  westbound  street,  it  has  been  assumec  that 
cszsx  Street  will  be  widened  Py  adding  three  ianes  between  tne  {unction  with  the 
Saprassway  arid  Kingston  Street. 

The  alternative  schemes  tested  are  snewn  schematically  in  Figures  10  and  11  scz  are 
discussed  Pe!ow.  The  mcjcr  constraints  assccatac  with  each  alternative  is  discussed  aiong 
witn  a  short  description  cf  the  new  westbound  alignment. 
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ALTERNATIVE    0 


LA?"AYrr"H  PLACE  DEVELOPMENT  STjOY 
BOSTON',  MASSACHUSETTS 


Presarca  :  or: 

TWg  TAU3MAN  COMPANY  s«*d  SS'SI  Ocvcioscfi 

I.M.  P£l  U  ?A3TNSflS  «n<3  CSSSUTTA  4  PON75      Are.litects/P'snneri 

SAflTON.ASCHMAN   ASSOCIATES,  INC.  TfSfltaO«**J««  ?tjfi**rt 


ALTERNATIVE  SCHEMES  TESTED  .C0R  .NEW  WESTBOUND  STREET 
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Figurc  10 
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ALTERNATIVE    H 


Prepares  tar: 


_ArAYc773  ?LACc  C=V  =  LO?V,£NT  STUDY 
^OSTCN.  ^ASSACHUSgTTS 


Oevelcsf'i 


TH6  TAUS.VAN  COMPANY  jrr-  S  =  FS| 

I.M.  ?€!  £»  PAnTNEnS  ana  CCSSUTTA  it  CCNTS 


ALTERNATIVE  SCHEMES  TESTED  FOR  NEW  WESTBOUND  STREET 
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Alternative  A  (Figure  10) 

-  Descrfpa'an:  Existing  3edford  Street,  between  Church  Green  intersection  and  Chauncy 
Street   and    its    diagonal    connection   with   Avon-Temple   Street,  would   serve   as   the 

,     westbound  corridor. 

i 

-  Constraints:  It  separates  the  Jordan  Marsh  Store  from  the  rest  of  the  compiex. 

It  would  not  be  identified  as  a  westbound  corridor  supplementing  the  eastbound 
movement  on  Essex  Street  and  thus  the  continuity  of  the  east-west  movement  would  be 
disrupted. 

The  large  number  of  vehicles  turning  left  from  Kingston  Street  onto  Bedford  Street 
would  cause  the  intersection  to  operate  at  an  unacceptable  levei  of  service. 

It  would  require:  (a)  removal  of  parking  from  3edford  Street,  (b)  widening  of  Kingston 
Street  to  serve  as  four-lane,  two-way  street  between  Essex  and  3edfcrd.  and  (c) 
commitment  by  the  city  to  achieve  a  three-lane  wide  Temple  Street- 


Alternative  3  (Figure  10) 

-  Description:    Existing    Bedford    Straet  would   serve   as  a  westbound  corridor  midway 
through  the  project,  ultimately  connecting  with  West  Street  past  Washington  Street. 

-  Constraints:  Alternative  3  is  characterized  by  the  same  set  of  constraints  as  identified  in 
Alternative  A. 


Al  tentative  C  { Figure  •  1  -0 )  ■ 

Description:  Existing  3eofcrd  Street,  between  :he  Church  Graen  intersection  and 
Chauncy  Straet,  would  be  extended  in  a  westbound  direction  through  the  project  up  to 
Tremont  Street. 

Constraints:  Alternative  C  is  characterized  by  the  same  general  sat  of  constraints 
identified  in  Alternatives  A  and  3,  although  it  presents  3  better  identification  as  a 
westbound  counterpart  to  Essex  Street.  Additionally,  it  would  raquire  the  acquisition  and 
demolition  of  a  few  important  structures  aiong  the  alignment  of  the  new  westbound 
street.  v» 


Alternative  D  (Figure  10) 

Description:  Existing  3edford  Street  between  the  Church  Gcssn  intersection  and 
Kingston  Street- would  be  realigned  in  a  southerly  direction  up  to  Chauncy  Street, 
following  the  general  oirection  cf  Exetar  Place  and  Exeter  Place  would  be  extended  in  a 
westbound  direction  up  to  Tremont  Street. 

Constraints:  Alternative  0  is  characterized  by  the  same  set  of  constraints  as  identified  in 
Alternative  C. 
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Alternative  E  {Figure  11) 

—  description:  It  has  an  alignment  very  similar  to  that  of  Alternative  D  with  the  exception 
of  a  sharper  curve  connecting  Exeter  Place  with  Bedford  Street. 

—  Constraints:  Alternative  5  is  characterized  by  the  same  set  of  constraints  zs  identified  in 
Alternative  0. 


Alternative  f  ( Figure  11) 

—  Description:  Existing  Bedford  Street,  between  the  Church  Gc^en  intersection  and 
Chaunc/  Street,  would  be  extended  diagonally  to  connect  to  Hayward-Avery  Street. 

—  Constraints:  Alternative  F  is  characterized  by  a  set  of  constraints,  seme  of  which  are  very 
similar  to  these  identified  in  Alternative  S.  such  as  a  large  number  of  left-turning  vehicles 
at  the  intersection  of  Kingston  Street  and  Bedford  Street,  need  to  remove  parking  from 

,  3edford  Street,  and  need  to  widen  Kingston  Street.  Other  major  disadvantages  are  as 
follows: 

a.  It  would  r^Quir*  construction  of  a  new  three-lane  street  between  Chauncy  and 
Washington  Street;  this  would  result  in  a  substantial  loss  of  cress  leasable  areas.  Also, 
parcels  of  land  created  as  a  result  of  the  diagonal  connector  may  not  lend  themselves  to 
a  suitable  land  use  pertinent  to  the  project. 

b.  The  new  Becford  Street  would  result  in  a  "zig-zag"  alignment  and  would  tend  to  lose 
its  identity  as  a  westbound  counterpart  to  Essax  Street. 


Alternative  G  (Figure  11) 

-  Description:    It   has  an  alignment  similar  to  that  of  Alternative   F  with   some  minor 
modifications. 

-  Constraints:  Alternative  G  is  characterized  by  a  sat  of  constraints  that  are  very  similar  to 
those  identified  in  Alternative  F. 


Alternative  H  (Figure  11) 

Description:  Essex  Street  would  be  widened  between  its  junction  with  the  express-way 
and  Kingston  Street  for  the  westbound  movement,  follow  the  general  alignment  of  Rcwe 
Place-Exeter  Place  and  continue  in  a  westerly  direction  past  Washington  Street  up  to 
Tremont  Street. 

Constraints:  3esides  seoarating  the  second  deoartment  store  f rem  the  rest  of  the  retail 
complex,  it  would  require  acquisition  and  demolition  of  a  few  important  structures  for 
the  new  three-lane  street  between  Washington  and  Tremont  Street. 
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RECOMMENDED  PLAN 


It  is  aidant  r'rcm  tha  discussions  in  trte  previous  chactar  that  not  all  of  the  schemes 
tastad  are  immediately  acnievacie,  and  most  of  mem  recuire  significant  axaencicures  of 
pufciic  and  private  runes.  Seme  of  me  schemes  have  obvious  advar.tagas  ever  the  otners  in 
■arms  of  ability  to  circulate  traffic,  identification  with  «na  project,  ana  faas;ciiity  regarding 
accruisition  of  necassary  structures,  asaeciaily  with  resaect  :o  costs.  Therefore,  it  aocaars 
that  the  most  dasiracie  course  of  action  is  :o  saiect  me  oest  ultimata  arrangement  and 
deveicq  an  interim  solution  mat  is  acaaatabie.  Tha  prccass  of  choosing  tha  most  casiraoie 
and  faasicie  alternative  was  in  effort  of  ma  total  planning  taam. 


Circulation 

The  most  'cgical  circulation  system  would  be  the  one  mat  wouid  not  sacareta  the  sire 
into  r.vo  carts  and  :hat  wcuio  insure  efficient  aasc-west  circulation  aicng  me  scumerr;  saga 
of  me  project  r.ta.  in  ordar  to  maintain  continuity  cf  ma  sita  area,  it  is  .nacassarv  mat  Avon 
Street  and  cedferd  Street,  be  c:csaa  cetween  Chauncv  and  Wasningtcn  Street.  An  ideai 
solution  to  me  c:rcu:aticn  orcolam  would  be-  obtained  oy  convart;ng  Essex  3creet  :o 
two-way  ocereticn  oy  acring  mree  westacund  :«nes.  However,  because  cf  me  structures 
!cc3t3d  en  Hssax  Street  it  ;'s  imccssibia,  at  mis  Time,  :a  acauire  sufficient  "mt-or-way  aicng 
sssax  Street  :o  sea  three  additional  lanes,  axtanainc  :o  Tremcnt  3:reet  on  me  west. 


Lonc-renca  Circulation  3fan 

Under  the  constraints  mentioned  above,  Alternative  H  probably  presented  "next  best" 
aitemative  from  a  circulation  point  of  view,  although  ic  has  me  sarious  baficiancy  of 
interrupting  me  main  floor  with  vehicular  Row.  A  dacisicn  was  mads  at  mis  point,  by  the 
project  taam,  to  align  the  new  westbound  street  along  3 owe  Place-Exeter  P'ics  and  tner. 
through  tha  existing  structures  between  Chauncy  and  Washington  Street  sr^  continue  along 
.Avery  Street  [Aitemative  I,  Figure  12). 

The  long-range  circulation  clan  also  cails  for  realigning  the  ssstsm  and  cf  Aver/  Street  cv 
a  smooth  curve.  This  would  allaviata  tha  crcbiams  asscciatad  with  :.~e  cceraticn  of  me 
existing  offset  intersection  at  Washington  Street  m<2  Hayward-Avery  Street.  The  states  cf 
the  structures  currently  locatad  on  the  southern  side  of  Avery  Street  indicates  that  no  major 
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problems  would  be  encountered  in  the  future  acquisition  of  the  structures.  In  cose'the  acquisition 
of  the  said  structure  is  not  immeciateiy  feasible,  two  alternative  arrangements  3re  suggested: 

(1)  'Do  Nothing  Alternative  •  imolying  tnat  the  intersection  will  continue  to 

operate  as  an  offset  intersection.  -<  lmJml0 

(2)  Modification  of  H  ay  ward  §e  ggTT«  implying  that  the  alignment  of  the  westbound 
street  along  Hayward  Place  be  modified  such  that  a  perpendicular  intersection 

is  established.  This  may  result  in  some  toss  of  the  gross  ieasibie  are3  of  the  retail  soacs 

This  alignment  does  not  nave  ail  the  merits  of  the  ideal  solution  of  converting  cssax  to  a 
two-way  street.  3ut  under  the  given  physical  and  economic  constraints.  Alternative  I 
presented  the  best  ultimata  solution,  both  from  a  development  and  a  circulation  point  of 
view.  Alternative  I  is  thus  recommended  as  the  ultimate  circulation  pian.  The  !<ey 
circulation  features  of  the  plan  are  as  follows: 

-  A  portion  of  Essex  Street  berween  its  Junction  with  the  expressway  and  Kingston  Street 
i     would  be  provided  for  westbound  movement.  It  would  follow  tne  general  alignment  of 

Rowe  P'aca,  continue  through  the  blocx.  cetween  Chauncy  and  Wasnington  Street,  and 
ultimately  connect  with  Tramont  Street  Allowing  tne  Avery  Street  alignment. 

-  The  direction  of  Bedford  Street  would  be  reversed  in  an  easterly  direction  to  orcvide  for 
adequate  circulation  arcunc  the  crcccsao  garage  ana  its  connection  with  the  exoressway. 


Interim  Circulation  ?'an 


Questions  were  raised  curing  tne  course  of  this  study  as  to  the  feasibility  of  acquisition 
of  the  proper^es  St  structures  cetween  V/asningtcn  St.  and  Chauncy  St.  As  such,  tne  use  of 
the  present  cxeter =1  aca  and  Haywarc  Place  corridor,  connected  by  a  snaro  cur/a,  ;s  ruggsstad 
3s-the  alignment  of  the  westzcund  street,  only  as  a  temcorarv  arrangement  (Alternative  J, 
Figure  123.  The  key  features  of  the  interim  circulation  scheme  are  as  follows: 

-  A  portion  of  Essex  Street  wouid  be  widened  between  its  junction  with  Kingston  Street 
and  the  express-way;  it  wouid  foilow  tne  alignment  of  ncwe  Placa  anc  Sxater  P'aca  and 
connect  with  Avery  Street  past  Washington  Street. 

—  The  direction  of  Secforo  Street  wouid  be  reversed  \n  an  easterly  direction  to  provide  *cr 
adequate  circulation  around  tne  proposed  garaga  and  its  connection  with  tr.e  expressway. 


Geometric  Design 

Fearjres  common  to  the  initial  and  long-range  pian:  Cetaileo  geometric  design  for  the 
recommended  street  svstem  (both  initial  and  long-range),  is  snown  in  Figures  12  and  T-i, 
respectively.  Tne  significant  *eatures  of  tne  circulation  schemes  that  are  common  to  both  of 
the  clans  are  outlined  as  follows: 

1.  Avon  Street  anc  Sec  fore  Street  would  be  cicsed  between  Washington  and  Chauncy  Street 
in  order  to  maintain  an  uninterrupted  site  area. 
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2.  Harrison  Street,  north  of  cxeter  Flaca.  wcuid  be  closed. 

2.  The  existing  offset  intersection  it  Chauncy-Arch  and  Summer  Street  would  be  modified 
I     by  a  curve  connecting  Chauncy  with  Arch  Street. 

4.  Three  moving  lanes  would  be  orc^idec1  on  Chauncy  Street  between  Summer  Street  and 
3edford  Street.  Ultimately  3  fouHane  cress  section  will  be  recuirec  for  Chauncy  Street  if 
the  use  of  Washington  Street  as  a  traffic  carrier  is  curtailed.  Wherever  possible,  additional 
lanes  shcuid  be  oro^idec:  along  Chauncy  Street  to  heip  meet  this  objective.  For  examote, 
three  lanes  wouid  be  proviaed  from  Summer  Strset  to  the  ne//  street  with  provision  far  a 
four-lane  right-of-way.  In  some  instances,  this  woulc  result  in  non-functional  traffic  lanes 
during  the  intarim  period  prior  to  diminishing  the  use  of  Washington  Straet. 

5.  An  aastdcund  lane  would  be  zdded  an  Summer  Street  between  Washington  and  Chauncy 
Straet  to  facilitate  round  the  block  circulation  and  truck  access. 

6.  At  the  westam  edge  of  the  parking  garage,  accass  to  the  garage  would  be  orovided  by  a 
left-turn  lane  from  Essex  Street.  For  the  return  westward  trips,  the  cutbour.c  name  from 
the  garage  would  nave  ciract  connection  with  the  new  westbound  straet. 

At  the  eastern  and,  access  to  tne  garage  wouid  be  provided  directly  from  the  proocsad 
westbound  3ssax  Straet,  as  snewn.  The  outbound  ramp  wouid  be  connected  to  3ecfona 
Street. 

3edford  Street  would  be  caerated  zs  an  aasttound  straet.  Generally,  the  ramo  r/stam  at 
'  the   westam   and  wouid   provide  access   to   vehicles   from   the  west,   southwest,   and 
northwest.  Trie  ether  ramo  system  wouid  ser/e  ver.ides  from  tne  expressway  (both  scutn 
and  north),  the  turnpike,  and  the  local  north-east  airacticn. 

7.  A  westbound  lane  would  have  to  be  addad  an  Soylstcn  Street  west  of  the  intersection 
with  Tremont  Street  in  crdar  to  alleviate  some  of  tne  traffic  congastion  prcciems.  A 
srudy  conducted  in  I3c3  for  tne  33  A  incicatac  that  with  cubiic  accrovai,  it  is  -aasicia  to 
add  such  a  iane.  aitneugn  tnis  wouid  need  special  reinforcing  of  tne  MSTA  runnel  iccatac 
below. 

The  performance  of  the  intarsacticn  may  be  further  imoroved  by  tne  acsiticn  zi  a 
seaarate  right-turning  lane  aocut  SCO  'eet  in  'engtn,  en  Tremont  Straet,  ncrtn  of  ^ne 
intersecticn  with  3cyiston  Street. 

Special  faavjras  of  initial  circulation  sensrre:  These  are  shown  in  Figure  13  ir.d  outlined 
as  follows:        ^ 

1.  A  new  three-lane  westbound  lane  wcuic  be  provided  that  runs  contiguous  and  parallel  to 
Essex  Straet  between  the  surface  artary  and  Kingston  Straet.  It  wcuic  follow  the 
alignment  of  Fcwe  F'ace  and  cxatar  ?!aca,  connect  Hayward  Flace  with  a  cur/e,  and 
follow  the  canerai  alignment  of  Aver/  Straet  up  to  Tremont  Straet. 

Special  fearj.-ss  of  lonq-rancs  circulation  scr.enrs:  Thesa  are  snewn  in  Figure  14  and 
outlined  as  fcilcws: 

1.  An  ultimate  :n,'2e-iane  westbound  lane  wcuid  be  creviced  that  runs  ten:;gucus  arc 
parallel  to  cssa.x  Street  between  the  surface  artery  ano  Kincstcn  Street.  It  wouid  follow 
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the  alignment  of  Rowe  Placs-cxatsr  ?!ace,  continue  In  a  westerly  direction  through  the 

block  between   Harrison   and   Chauncy   Streets,  and  foilow  efts  general  alignment  of 

Hayward  ?!ace  and  Avery  Street  terminating  at  Tramont  Street.  The  existing  offset 

intersection   at  Washington  Street  and  Hayward-Aver/  Street  would  be  modified  by 

realigning  the  eastern  end  of  Aver/  Street, 
i 

2.  Changes  envisioned  by  the  33 A  in  the  alignment  of  the  Surface  Artar/  have  been 

incorporated  in  Figure  T4. 

3.  The  scheme  presented  in  Figure  14  is  compatible  with  proposed  changes  in  direction  of 
South  Street  and  wouid  connect  with  the  freeway  southbound  on-ramp,  using  Atlantic 
Street  as  a  connecting  link  with  the  off -ramp  from  the  turnpike. 


Truck  Access  Rcuta 

It  was  estimated  that  the  truck  traffic  associated  with  the  oroject  would  consist  of 
aoproximataiy  -0  inbound  vehicles  and  -U3  outbound  vehicles  curing  the  peak  hour.  Of  -his 
total,  aoproximataiy  20  percent  were  estimated  to  be  me  larger  tractor  trailers.  The  above 
figures  reprent  a  conservative  estimate,  that  is  adspuate  'or  design  purposes,  since  the  pea< 
truck  traffic  for  tr.e  tares  functional  land-uses  in  the  project  are  not  likely  to  occur  at  the 
same  time  curing  tne  day. 

A  truck  ramo  and  loading  deck  area  was  proposed  by  another  consultant  as  a  par:  of  the 
project  team.  Mo  soecific  problems  were  foreseen  relative  to  tne  caoacitias  of  the  ramps  and 
at  tne  intersections  at  each  end  of  the  ramos.  The  '3rger  vehicles  couid  pose  a  prociam  if  a 
number  of  these  were  to  arrive  at  either  the  base  or  at  tr.e  too  of  the  rames  at  the  same 
moment.  This,  again,  is  uniikaly  to  napoen  because  of  tna  basic  csr.sar/ative  estimates. 

In  terms  of  ma  operation  of  the  street  system,  it  is  oroocsed  that  truck  traffic  unloading 
or  loacing  oa  orchid  i  tad  in  the  C30  area  during  tne  morning  ana  afternoon  peek  oariocs.No 
major  operational  oroblams  are  anticipated  if  me  truck  movements  are  allowed  to  take  place 
oniy  curing  the  off-peak  ncurs. 


Exerpted  from:  Barton-Aschjaan  Associates,  Inc.,  Site  Analysis  -  Lafayette 
Place,  Boston,  Massachusetts »  prepared  for  SEFRIUS,  Developers,  Washington, 
B.C.,  July  197U* 
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EVOLUTION  OF  THE  BOSTON  AUTO  RESTRICTED  ZONE  PLAN 


2.2.3     2acailad  Flaming   far   -ha  SSS£5SLSS£a£5 

3acailad  9 Lansing  cor  cia  3cscou  A2Z  daacnscracicn  vas   caccuccad 
crinarii/  by   cha   four  GfIA'  consultants    (Alan  M-  Tcornaaa  and  Associacas : 
Cashridga  ST'scasacics:   Mcora-Eadar  Archicaccs:    and  A.T.    r^srzef)  ,   wish 
assiscanca  iron  cha  City   (3oscon  Eadavaicpmenc  Authority,    Tratcit  and 
Parking  2  ap  arttcaut ,   Ivor's  Qctica)    and  the  Cancrai  Transportation  Planning 
Stair  and  with   avarail  diracticn  iron  Q2£Ei.     Taa  first  working,  aaatisg.  ba- 
r-aac  cia   CMTA  consultants   and   che  City  vas   bald  on  April  11,    1575.      Ccr.- 
suicant  and  agancy  vorkisg   raiacionships   vara  cisriiiad,   with  3ail7 
:-loyd,    cha  Mayor's    .rsasoortacion  AdTisor,    dasigratad  as    cia  cocrbiaaccr 
af   comal  ccnttunicacions   and   cia  3XA  raspcnsibia   for  cay-co-day  vcrkiag 
contacts   --lei.  cia  conlulcaacs.      Tea  Mayor's  Of idea  vas    :o  crcvida   :ia 
consultants  w±2h  policy   inputs,   vhila   cha  3SA  would  provida   caebnical 
suppcrc.  ....    „ 

Taraa  ASZ  proposals   vara   initially  consicarad  ay   cia  ocnsulcancs. 
Ac  cna   a:ccrana  "-as    cha  so-cailad   Tranonc -Purchase  schema  which  vault 
have   rascrictad   auto    zraffic    chroughouc    :ha   ancira   C3D.      Ic  vas    initially 
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:-rccr;sd  by  Macra-£adar   azd  Trairia  and  ?ar:<az2   Tarrzissazzar  "m  3bonxa, 
:ut  vai    inickl7   arrrrec    :rm  ttzsiiaratzaz  biciuw   3;    its   tciltiasl   iz- 
f»as'."?;  l'.~7        -"2  zast  zocasc   proposal  vas    tza  sc-zzllad  Tevooshz.ra-C=z2rasi 
alzartiaciva,   vtizaz  zzazzelad   trzifiz  ca   tie  oarlaiMry  af    tza   racall   "11a- 

Tza  zcdast   Cavooshlra-H Tzzsrass    ilranarive  aaa    tzcsaz   as    a  poize   zz 
aacartzra    itr   farther   jazarazzaz   zf   trzftia   airtulatiaz  alzarzsai~as . 
Tzrae  Tarzszia^s '  :z    tr-ia    a_aarzatlve  vara   stzdzad  by   tza   cznaiiitancs ,     ~-zr. 
za.cz.    luhiiiiTi  «n"~    taarzazsz   rasialaazg   tz  a  s;zallar  area,  at   acta   rastraatic::. 
Tza   sc—* tallad   5czaate   T  vas    tza   tiaz  aradzcad   at    tita  azd  of    the   tczs'altazas 
zones  azc   cze— tali  zczaa.   tlazzzz*   scody.      Fiazra    1-ii  siaavs    Sczese  7   iz  ahlcrt 
".I—- o-     g* iff,    "aszizszrz,    Zavlav,    and  tcrzzazs    sa    T.tasazcv   Street  vara    ta 
be   altsad   ta    aaaa    trariia. 

T>.a   aazszltants   also   aradzcad   a    "Trazsit   ?laz   T".      Tza   ?lzz.    «"zi,az 

racarraazaac    tzazgas    iz   tza  IfSTA  57s aas  as  vail  as    tza   prevision   ::   i   aav 
sdzttla  bvfl   s-^staa.      Tza   azazgas    raaazztecaad    far   tza  VSTJL  taztarad  arauzc 
^zaraasiz^   lacai   azc  axrrass   bus    tazatraazac   izta    tza   T3TJ .      Tit  a   racaarzszaad 
sauaaia   573 taz  aaa    ta    iarsrava  accassiaillrv   frrz  anclytag  aar'-czz*   garages 
azd  arczg  acalva.ta.as    la  and  arauzd   :te   ratazl  azc   fir.ar.alal   disarzaa.* 

-_aztzaz   tza   Clcy   ar  Bcstaz  -.-iavad    tza   tazsaltazt '  5    fizal  plan  as 
technically  feasible   for    :za  zcat   rata,"   aaveiaazezta    occurriss   attar 


~— .3  -  - g    '^5C:r       '.a era—  ~adar  .      Taahziaai  '/.aaicrar.czz— —  acsaar.   AS .'T2_azazar"-" 

Tesirr.    lar.aaet. "    :t    -J\!    Tazscitar.?  Taaz  y.azeera  .     [Gsaorlzga,   Mass:    June 

J9         TO?h  -      : 

--  .     -^     ....     - • -  • 

""Tza   sacescalon  vas    tza    aezsultazt   s    raearaaanaac   aiesizg    zz    Taatsicy    -treat 
Street    frcz  Scarcer    :o  Milk  Straers.      The   33A'a   Trtaz   TesiiZar  ar-^-aa    :r.a: 
a  tar-frae    Thame*   Straet  vouia  30c   ds    -tilitad  by  tadastriar.s . 
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—    Major  autc  street 

>   Accaas  street  to  sarxinc.  garaqaa  1 

— '  ireq-otf  scinta 

©600  P-arKine  garage  *«tn  caoacty         ,-«. 
?    7TJ     Parting  lot  /    ,^ 

Qroo-off  cotnt . 


BOSTONACTO .  B2STRICTZD    2QXZ    STT7XTZ 

FIGURE  2-16:      Auto   Circulaciar.  -  S chess   F 
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the   consultants    ccnplacec   their   tcna_  p-an   inducec   the  Citf    to   percom 
another  iteration   -3   reduce    the  scape  of   the  project.      Dcwncowtx  aerthants 
vara  becoming   increasingly  war?  of  major  changes   la   the  retail  district. 
particularly  after  Gilchrist's   department   score   closed   in  January  1377. 
The  canscmccz.cn  of  Fhasa  I  oc   "he  Washington  Street  Mall   (between  Court 
Street  and  City  Hall)    cook  longer  than  anticipated  and  caused  3ome  tontra- 
versy  about   further  disruptions   to   "he  street   system.      Funding  possibili- 
tlas    for  the  A2Z   project  vera  lessened  vhen   the  City  failed   to   receive 
Public  Works    funds    from  the  Economic  Development  Adrciniscraticn   (E2A)    and 
found  it  could  not  use   a  local  urban   renewal  bond   issue.      Strong  political 
-rands    for  aconodtlng   in  city  government   taxied   further  pressure  for  cut- 
ting  the   scope  of   the  A5Z  project. 

3ecause   of    these   difficulties ,    the  City  proaosed  a   lass    restrictive 
A£Z  scheme,      forking  wish   assistance   from   the   consultants,    the   City  tra- 
pesed  ''Scheme  C"  as   shown   in  Figure   2-17.     In  Scheme  (i,    the  plan  vhich 
will  be  constructed  beginning   in  July,    Chauncy  and  Arch   Streets  will 
carry  northbound   traffic   to  Milk  Street:   Milk  will  become  vestbound  only 
frtm  Arth    to   Washington:    Washington  Street  will   remain  open   to   northbound 
circulation  north  of  Milk:    School  Scraet   traffic  heading  aast  will  be 
diverted   to  Water  Street:    and  a  short  section  of   School  Street  next   to 
the  3oston  Five   3artk  will  be  closed. 

Scheme  G  vas   supported  primarily  by   the  Mayor's   Office.      The  Boston 
Redevelopment   Authority  had  argued   for  a   lass    rastrlctiva   scheme, 
Scneme  C— 13,    --Tilth   is    similar   to   Scheme  C   except    that   it   opens   Franklin- 
3romfiaid   to  vestbound   traffit  only   (no    turns   on  Washington  Scraet) . 
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FIGURE  2-17:   Auco  Clrsulacijr.  -  3 chess  '. 
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The  33A  had  prepared  a  neaorandua  anal/ting  the  advancagas  and  disadvan- 
tages of  thase  alternatives  for  discussion  at  a  7abruarv  15,  1377,  neacing 
vi-h  -ha  Mayor's  Office.   Zcvever,  raprasentacives  oi   the  '.Mayor's  offica 
declined  to  discuss  the  33A  proposal.   Ac  thi3  das,  Traffic  Coamissicner 
Moonan  vas  supporting  a  third  alternative  known  as  Scheae  G-23.   This 
acheae  was  the  lease  restrictive  of  the  "G"'  3chaaes  considered.   It  vould 
have  opened  3roafiald  to  westbound  traffic  and  left  Washington  Street 
open  to  traffic  becveen  "ranklln  and  vi  T V  -   7urther,  buses  vould  be 
routad  sn  Washington  to  Milk,  looping  via  Devonshire  and  7ranklln  bacic 
to  Washington  5  tree c.   Impress  buses  vould  use  Hawiav  bervaan  Tranklin 
and  Suaaer,  rather  than  .iron.   However,  this  scheae  vas  cever  seriouslv 
ocnsiderad . 


Exerpted  from:  Boston  Auto  Restricted  Zone  Demonstration  -  Evaluation 
Plan  (draft),  Cambridge  Systematica,  Inc.,  Cambridge,  August  1978. 


-196- 


Attachment  D^TT 

BOSTON  WATER  AND  SEWER  COMMISSION 

10  POST  OFFICE  SQUARE 

BOSTON,  MA  02109 

(617)426-6046 

October  20,  1978 


Thomas  C.  McMahon,  Director 
Division  of  Vater  Pollution  Control 

Water  He sources  Commission 
Commonwealth  of  Massachusetts 
110  Tremont  Street 
Boston,  Massachusetts  02108 

Subject:  Adequacyof  existing  sewerage  works  C.3.D.  Downtown 

Dear  Mr.  McMahon, 

It  is  a  matter  of  Commission  policy  that  the  adequacy  of  the  existing 
sewer  system  to  accept  additional  flow  be  determined  by  the  party  proposing 
such  connection. 

The  Boston  Redevelopment  Authority  is  familiar  with  the  existing 
sewerage  system  in  this  area  and  after  having  discussed  their  proposed 
development  with  our  engineering  staff,  they  apparently  anticipate  no 
problems  due  to  increased  flow. 


Sincerely, 


Thomas  Ennen,  Director 
Sewer  Division 


TNN/EET:jo 

cc:  Wallace  B.  Orpin,  TEA 
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Joseph  J.  Berlandi,  Director  of  Downtown  Development,  BRA 
James  J.  Derba,  Jr.,  Lafayette  Place  Project  Coordinator,  BRA 


City  of  Boston 

Kevin  H.  White,  Mayor 
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Boston  Redevelopment  Authority 

Robert  L.   Farrell,   Chairman 

Joseph  J.   Walsh,   Vice- Chairman 

James  G.   Colbert,   Treasurer 

James  K.   Flaherty,   Assistant  Treasurer 

James  E.   Cofield,  Member 

Kane  Simonian,   Secretary 
Robert  J.   Ryan,  Director 
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